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Simplified Control 


1 OE,” said the General Manager to the Superintendent, “I looked over 


QOODOODOROODEDODOOUDOODOOOOOOO DODO ooo ag 


the Westinghouse equipment on the new cars of the Pittsburgh, 

Harmony, Butler and New Castle 1200 volt line last week, and was 
very much taken with the whole outfit. The cars are very attractive, the 
acceleration is fine and the car wiring and conduit job 1s one of the best 
I have seen.” 


“T want you to stop off there, on your way home from the conven- 
tion, and look the road over. You know this was the first 1200 volt line. 
They are all very enthusiastic over the success of the new Westinghouse 
simplified 1200 volt control, and the No. 333 motors they bought for 
their last lot of cars.” 


“They haven’t any dynamotor to contend with and from what I 
gathered this 1200 volt control is just as simple and reliable as our own 
600 volt HL Control.” 


“T am glad to get the chance to go,’ answered Joe. “I read in the 
Electric Railway Journal that the Annapolis Short Line and the Shore 
Line Electric and several other roads are using that simplified Westing- 
house 1200 volt equipment.” 


~ “Well, look it over and let me know what you think about it,” said 
the General Manager. “I believe we will have to consider swinging over 
to 1200 volt, if our business keeps on growing the way it has.” 


Westinghouse Electric & Manufacturing Co. 


Sales Offices in East Pittsburgh 
45 American Cities ! Pennsylvania 
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‘New Repair Shops of Dallas Street Railway 510 


__This new shop building embodies many features in de- 
sign and compact arrangement which are well worthy 
of attention. 


_ELEctric RAILWAY JOURNAL, Sept. 19, 1914. 8% cols. Ul. 


ay Study of Insert Special Work Failures 515 
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-. Results of a comprehensive analysis of the forms of 
> failures in various kinds of insert special work under 
“| different classes of service. 
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American Association News 523 


Section activity begins in Newark. A meeting of the 

national joint committee on electrolysis is held. College 
* men are planning to get together. The Manufacturers’ 
' Association is growing. 
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Equipment and Its Maintenance 526 


'Centers—Fastenings, Renewability, Shape and Groove 
—By R. P. Williams. The Return Circuit—Bonding 
_Precautions—By Howard H. George. Overhead Prob- 
‘lems—Catenary Construction—III—By Charles Rufus 
‘Harte. New Haven Construction Notes—Installing 
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Automatic Connections 
Between Electric Cars 


DDODOODOOODOOOOD 


INCE the development of electric road train service 
the problem of a suitable coupler for electric cars 
has engaged our most careful study. We now 

occupy an advanced engineering position in the art in con- | 
nection with automatic couplers for electric service. 


This field of invention and endeavor in relation to con- 
necting automatically not only the cars themselves but the 
air brake and electric connections as well, involves many 
complex problems. 


Present conditions in electric train operation very 
strongly emphasize fundamental features early recognized 
in the Westinghouse design of “tight-lock” car, air and 
electric couplers as basic and essential. 


The close relationship of the air brake system, 
especially the Electro-Pneumatic Brake, and a satisfactory 


means of automatically connecting this system from car 
to car, is self-evident. 


A growing number of railroad men are appreciating 
the large development that has taken place and the varied 
considerations that enter into a solution of the problem 
of adequate and satisfactory Automatic Connections 
between Electric Cars. * 


We invite correspondence and consultation with refer- 


ence to any problem of coupler design, function and appli- 
cation. 


Westinghouse Traction Brake Company 


Pittsburgh, Pa., Westinghouse Bldg. 


NEW YORK, City Investing Bldg. CHICAGO, Exchange Bldg. ST. LOUIS, Security Bldg. 
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PAPERS IN THE Two weeks ago we printed in full 
CONVENTION the program of the coming con- 
PROGRAM vention of the American Electric 
Railway and affiliated associations for the purpose of 
stimulating interest in the convention. The program 
indicates clearly the tendency of the association to con- 
centrate attention upon committee work. This year the 
total number of papers scheduled on the program is 
not more than fifteen for all of the associations, rang- 
ing from five for the American to none for the Engi- 
neering Association. On the other hand, the total num- 
ber of committee reports is more than sixty, including 
six joint committee reports. The American Associ- 
ation leads in number of reports with twenty-one. As 
compared with last year there are about 25 per cent 
more committee reports and 40 per cent fewer papers. 
This is a sign of the times, and especially a sign of 
healthy activity in the association. The change is be- 
ing brought about not because committee reports are 
more interesting than addresses but because several 
hundred specialists have been doing steady work dur- 
ing the year, and they want to get the sanction of the 
association to their recommendations so that their work 
can become effective in improving the status of the in- 
dustry. There is no danger that an association will go 
to sleep when a reasonable proportion of the members 
are actively engaged in committee work. 


The tremendous expansion in the 
Associations’ committee activities 
carries with it a real danger. A 
too elaborately organized committee machine may con- 
tinue to grind out reports because such reports are 
expected, whether there is really anything to report 
upon or not. Again, committee appointments in a so- 
ciety are apt to be looked upon as honors as in legisla- 
tive bodies, and where this is the case it is very diffi- 
cult to get effective work done. The members of an 
association have a right to expect results from commit- 
tee work, and if an existing committee is “marking 
time” it should either be honorably discharged if it has 
accomplished what it was appointed for, or revamped 
if it has failed to appreciate the opportunity which it 
had for useful work. 


CAN COMMITTEE 
WORK BE 
OVERDONE? 


LIFE OF One of our readers has called our 
ALL-STEEL attention to the question of life of 
CARS 


steel cars, stating that one of the 
real reasons for using steel construction is to obtain a 
reasonably light car which will give maximum life 
at a minimum operating cost. This belief is interesting 


if itis sound. We, on the other hand, are of the opinion 
that the growing demand for the all-steel car is due 
to its lightness and low maintenance cost, and, in many 
cases, to its low first cost as well. Its physical life 
hardly seems to be an important factor, although the 
belief is prevalent that a steel car should have even a 
considerably longer life than a car which is built of 
wood. As a matter of fact it may be safely said that 
all cars which escape fire and disastrous wrecks are 
obsolete long before the end of their normal lives. The 
lapse of fifteen or twenty years time brings far-reach- 
ing improvement, even revolution, in design, and prac- 
tically any kind of construction with reasonable care 
will last as long as that. Indeed, the introduction of 
the prepayment idea nine years ago has alone rendered 
obsolete most of the earlier cars, and the desire to avoid 
scrapping the many small single-truck units of eighteen 
or twenty years ago that are still in good physical con- 
dition has involved the most elaborate and ingenious re- 
building schemes. To design, advisedly, a car for a 
fifty-year life when it will be obsolete in twenty years 
seems hardly less than the veriest folly. 


SOUTH The recent decision of the Federal 
AMERICAN Reserve Board authorizing the Na- 
BANKING 


tional City Bank of New York to 
establish branches in Buenos Aires and Rio de Janeiro 
marks the official entrance of American banks into a 
hitherto undeveloped field. We hope the expectation that 
the new banking machinery will be put into operation at 
the earliest date will be soon realized, for there is no 
time for delay. We need a little of that creative force 
of easy banking, credit and investment facilities that 
has been so indispensable to European commercial suc- 
cess. The complete organization of the two new branch 
banks will help the expansion of credit-acquiring facili- 
ties that have been hampered by the requirements of gold 
deposits in the banks, but the successful completion of 
all stages of the work will require arduous and per- 
sistent effort on the part of more than one American 
bank. Already urgent pleas are coming from Kcua- 
dor and Chile for American financial institutions. 
That an excellent opportunity exists for improving all 
commercial conditions with South America is indicated 
by the action of the Dutch in forming the Banco Hol- 
landese de la America del Sud to help build up Dutch 
trade in Argentina. This is the first Dutch overseas 
panking house, except those in the Dutch Hast Indies 
and the Far East, and its institution at the present 
time shows the importance of American banks taking 
immediate steps to grasp the opportunities offered. 


508 
THE “* While the brief presented to 
RAILROADS’ President Wilson last week by 
APPEAL 


a committee of steam railroad 
executives points out as paramount the vast increase 
in railroad expenses, the really notable features of the 
carriers’ arguments concern the maintenance of rail- 
road credit and the direct appeal on this point to the 
American public. The problem of raising new capital 
for improvements and extensions or for refunding pur- 
poses, except at increased interest rates, is one now 
confronting not only the steam railroads but also the 
electric railways. Financial prosperity, seriously im- 
paired before the European conflict, is now face to face 
with an emergency of unparalleled magnitude. Each 
day of the war adds to the destruction of capital, and 
even now, as shown by the 6 per cent rate on the New 
York City loan, all nations are entering the period of 
higher interest rates caused by poorer credit conditions 
and a keener competition for capital. Such conditions 
will affect electric railway financing as well as that of 
steam railroads, and the net earning power of each class 
of lines must be increased to cover the additional cost 
of capital. President Wilson in answering the steam 
railrcads’ appeal has called the attention of the public 
to the necessity of co-operation with and sympathy for 
the steam railroads. The effect of this is as yet unde- 
terminable, but it is the hope of electric railways that 
this relief will be ‘granted, for then governors, state 
legislatures and state commissions may be moved by 
example to allow electric railway earnings commensu- 
rate with present conditions. 


TOLEDO SEES THE LIGHT 


The injunction order of Judge Killits in the Toledo 
case is by far the most encouraging development in the 
long contest conducted by Mr. Doherty for a fair fran- 
chise ordinance. To say that it means the turning of 
the tide of public opinion after so lengthy a contro- 
versy may appear to be an over-jubilant conclusion; but 
the fact cannot be ignored that it immeasurably im- 
proves both the legal and the moral position of the com- 
pany. 

The action of the court in issuing an injunction 
which was denied in an earlier proceeding some months 
ago, the acceptance of the spirit of the injunction by 
the public, the candid admission by the city solicitor 
who contested the application for an injunction of his 
‘discovery that the 3-cent fare ordinance was fathered 
under the previous administration by “political trick- 
ery” and, lastly, the plan to reopen negotiations for an 
equitable franchise are the most eloquent signs of a 
revolutionary change. 

From the beginning, the fight at Toledo has been con- 
ducted with the desire to reach public opinion, to show 
the whole public the facts and in that way to gain direct 
support for a workable franchise. Toward that end 
all of the personal efforts of Mr. Doherty were directed, 
and in his work he had the loyal support of the company 
officials and employees, clear through to the rank and 
file. He made his headquarters in Toledo, he wrote in- 
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teresting, convincing articles full of human touches 
which were published in the newspapers, and he both 
talked informally and spoke formally in regard to his 
plans. The city officials openly encouraged people to ride 
free, if they could not ride for 3 cents, and the company 
as openly invited people to ride free if they would not 
pay the fare provided in the temporary arrangement. 
Some of the daily newspapers were hostile. In a com- 
munity where such influences had existed and grown 
strong Mr. Doherty was a new, untried.and novel ele- 
ment. The burden of the attack shifted from the com- 
pany to him, and he shouldered it. Publicly he has con- 
fidently expressed the opinion again and again that a 
new franchise at a fair rate would be granted because 
in the end nothing else would suit the needs of the peo- 
ple for transportation and, if they knew the truth, meet 
the idea of fair play. 

It is difficult to trace the influence of all of these cir- 
cumstances upon public opinion, which is full of sur- 
prises and inconsistencies. From the company stand- 
point the facts underlying the Toledo situation are 
substantially the same now as they were some months 
ago. The company. showed then, to the complete satis- 
faction of the accountant selected by the city, that it 
coyld not operate at a 3-cent fare and make any return 
on the investment. It shows that now. People did not 
accept the showing then or, if they did, they failed to 
indicate that they accepted the inevitable conclusion. 
The people, in increasing numbers, do accept the show- 
ing now. The reasonable deduction from these condi- 
tions is that public opinion has changed. 

The decision of Judge Killits, which is published in 
full elsewhere in this issue, is strong. The city execu- 
tive neglected the ‘‘only proper method of enforcement” 
of the 3-cent ordinance, which would have involved 
decision of the company contention “that it was oppres- 
sive and unreasonable.” In suggesting that the city’s 
power would be used to assist individuals who attempted 
to ride at 3 cents, the city officials occupied a “wholly 
indefensible position.” “It is to deal with precisely” 
such situations that courts of equity are open. Judge 
Killits then mentions a point that is frequently over- 
looked in these days, that the corporation, like the indi- 
vidual person, “is under the protection of the guaran- 
ties of the federal constitution.” ; 

In the text of his decision Judge Killits is severely 
critical of the action of the city executive. The testi- 
mony shows without dispute that, when the 3-cent ordi- 
nance was passed and signed, that official was “possessed 
of statistical information in most illuminative detail 
from the city’s trusted expert, which, properly consid- 
ered, showed that a 3-cent fare was confiscatory.” Why 
the city, ignoring this unanswerable fact, proceed on 
the road toward confiscation the decision does not dis- 
cuss. We are not sure that it has been known generally 
that the city expert, “in advice privately given in writ- 
ing and orally” to the executive, showed that the 3-cent 
ordinance should not be passed. That is a scathing 
indictment of the city attitude. The city purposed to 
have 3-cent fares without regard to the question of 
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whether or not they were confiscatory. Does. public 
opinion approve of that dishonest course? 

_ The revelation by the city solicitor of the fact that 
various members of the previous city administration 
had been apprised of the impracticability of the 3-cent 
ordinance and his admission that political trickery 
fathered it do not wholly atone for the grievous wrong 
done to the company, but they serve the good purpose 
of showing the animus of the movement. Confession is 
always good for the soul. The duty of the city officials 
now is to take up in earnest the work of negotiating a 
new, reasonable and fair franchise that shall both pro- 
tect what property the company has and invite out- 
siders to put more money into additional property. 
Only by encouraging capital can Toledo hope to have 
the public utilities that a growing city needs. Toledo 
has had its experience, costly in time and harmful to 
the company, with a confiscatory rate of fare. How 
great the cost is can never be told, but some compen- 
sation will arise from it if the result shall be an ordi- 


nance that is not only fair to the company and public 


but that is also a lesson against unreasonable attacks 
and a lesson that promotes just treatment. ’ Pf public 
opinion is determined on a square deal the end of the 
discreditable Toledo controversy is, if not in sight, just 
behind the negotiations for a new franchise that will 
“now be started. 


RESULT OF INSERT SPECIAL WORK STUDY 

The study of insert special work presented on another 
page in this issue, it is believed, has been sufficiently 
exhaustive to make the discussion of the causes of and 
cures for the various forms of failures conclusive. 
From it we are satisfied that if track and roadway 
engineers will give the track structure real engineering 
consideration and will analyze the conditions under 
which each installation must serve, the life of all types 
of special work will be greatly increased. In the past, 
too little attention has been given to the proper choice 
of special work, the requirements often being only that 
it would fish with the track rails while the design and 
materials were left to the manufacturer who was the 
lowest bidder. It is hardly necessary to say that there 
is a great difference in the wearing qualities of the 
various types of insert fastenings and body casting 
construction under different classes of service. Certain 
designs are especially suited to certain classes of service, 
and not to others, and it is just as important to select 
the design for the work to be done in track work as it 
is of any class of engineering structure. 

The first lesson derived from this study of insert work 
is that no matter what type of frog or switch piece 
has been adapted it has cost enough money to justify 
the purchase of a special set of ties and the preparation 
of a first-quality foundation to receive it. As men- 
‘tioned in the article, these ties should be arranged to 
permit thorough tamping at the time of installation as 
well as later, when resurfacing is required. More care 
must be exercised in the selection and spacing of the 
ties and preparation of the foundations under iron- 
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bound work than under cast-steel arm work, especially 
when the service includes heavy interurban cars. In 
either case, however, the installation must be followed 
by diligent maintenance. 

While the life of insert work depends to a large extent 
upon the care with which it is installed, another factor 
of equal or greater importance is the care exercised in 
the manufacture and choice of materials by the maker. 
For cast-iron bound work, he must provide a casting 
of sufficient cross-section to insure its ability to stand 
up under the traffic it has to bear. He should know 
what service each installation is to perform and recom- 
mend a design in accordance. It is believed that the 
various processes used in toughening the casting against 
transverse bending strains in the present types of iron- 
bound insert work are good. They have tended to 
reduce broken castings to a minimum under street rail- 
way traffic, but there is yet room for improvement in 
the class of special work which is furnished to interur- 
ban lines. 

Modern heavy traffic conditions such as exist in 
large cities in congested districts or on interurban 
roads demand a change in many types of insert fasten- 
ings and settings. Large railway companies meeting 
these conditions successfully and economically with in- 
serts supported strictly on a spelter bed are indeed 
fortunate. In the past, under light traffic conditions 
and light cars, the loose insert was an exception to the 
rule. To-day this form of defect has done more than 
any other to cause engineers to look with disfavor on 
the insert type of special work. 

An inspection of a large number of layouts under 
various conditions gives positive proof to the fact that 
numerous loose inserts are not common to all classes of 
settings and fastenings. Bolted-down or keyed-down 
inserts on partially or completely machined bearings are 
believed to be necessary to meet many present-day heavy 
traffic conditions. If the former type is employed, 
treated 1-in. bolts or their equivalents should be used, 
and the heads and nuts should be securely locked in 
position. In case the keyed-down insert fastening is 
employed some method of locking the keys should be 
provided. 

It is hoped that neither the article nor this editorial 
will lead anyone to believe that insert special work is a 
failure in track special work. As a rule we believe 
that it has been giving excellent service, but it has 
been, and still is, in a developmental stage, and it is 
hoped that this analysis of existing conditions will be 
productive of improvement. Lack. of complete infor- 
mation on the part of railway engineers and manutfac- 
turers has led to dissatisfaction on the part of both. 
Moreover, some of the failures which have been attrib- 
uted to workmanship and material are properly charge- 
able to dilatory maintenance. The remainder are due 
to improper choice of design from a service standpoint, 
in conjunction with an insert fastening and setting 
which is not strong enough mechanically to meet the 
heavy traffic conditions which prevail on street and 
interurban railways. 
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Dallas Street Railway 


This New Shop Building Embodies Many Features in Design and Compact Arrangement Which Are Well: 
Worthy of Attention 


7a 


Compactness and convenience of layout, as well as 
the attention that has been given to the design of the 
building to obtain efficient lighting and ventilation, are 
the noteworthy features of the new shops of the Dallas 
Consolidated Electric Street Railway Company of Dal- 
las, Tex. This shop building was completed recently 
and is located just outside the business district, thus 
minimizing dead mileage from the operating divisions. 
In addition, this location is peculiarly convenient since 
the main carhouses of the company are just across the 
street so that the dead mileage in moving cars from the 
carhouse to the shop for repairs is very small. 

The present development includes machine shop, truck 
shop, blacksmith shop, store room and oil room, all 
under one roof. The company plans, in the near future, 
to erect another similar 
but somewhat smaller 
building to serve as a paint ARMATURE 
shop, alongside the carpen- | ——1 SPDROOM 
ter shop, but separated by = 
a 14-ft. alley from it. For 
the present the painting 
will be done in the rear end 
of one of the storage bays 
across the street from the 
new shop building. Adja- 
cent property owned by the 
railway will permit future 
additions to the present 
building and will be util- 
ized as necessity may re- 
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quire. The present lay- 

out, however, with the 
contemplated new _ paint : 
shop, was believed of 8 i 
ample capacity for some ia 


years to come. 


PIT TRACK _NO. 2 


Pit TRACK —NO.1 


GENERAL ARRANGEMENTS 


Reference to the plans 
of this new repair shop 
clearly indicate the com- 
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SHOP 


of the truck shop and the latter, although completely 
enclosed, adjoins both. The blacksmith shop at the 
rear end of the truck shop is also fully enclosed by 
brick walls and adjoins the oil room, but is separated 
from it by a fire wall. At the side of the oil room and 
occupying a part of the rear of the truck shop, as well 
as the carpenter shop, is the storeroom. -This location 
is convenient for all shop departments and the store- 
room is fully enclosed by brick fire walls. A brick par- 
tition wall also separates the two main shop bays, that 
is, the truck shop and the carpenter shop. 


STRUCTURAL DETAIL OF BUILDING 


The building walls are constructed of common brick 
in cement mortar with the exposed walls laid with red- 
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pactness as well as the 
convenience of arrange- 
ment. In order to provide 
open storage space for 
cars between the sidewalk 
and the shop entrances, the 
building was set back 39 
ft. The area in front was 
paved and the shop office, 
which adjoins the machine shop, was allowed to jut 
out to the sidewalk line. Ten tracks enter the shop 
building and connect into a special ladder track which 
parallels the double track in the street in front of the 
building. By this arrangement the use of a multiplicity 
of frogs and switches in the main track was avoided. 
This entire track layout was built of 108-lb. 6-in. girder- 
grooved rail with cast-steel frogs and switches, and the 
ladder approach was connected to the main track only 
at one end. 

In adopting the general shop arrangement, special 
attention was directed to continuity of movement of 
work through the shops, as well as to the elimination of 
fire hazard. The machine shop and armature room 
occupy one side of the building, the former being a part 
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DALLAS REPAIR SHOP—FLOOR PLAN OF CAR SHOPS 


‘i 


faced brick. All walls are 13 in. in thickness with 17-in. 
pilasters, and were built upon 19-in. reinforced con- 
crete foundation walls. Between the pilasters of the 
outer walls, except in the storeroom, are windows 11 ft. 
x 18 ft. in size. These windows are glazed with 14-in. 
wire-ribbed glass set in United States steel sashes, ar- 
ranged three in a section. The outer walls of the store- 
room have only single section windows between pilas- 
ters. These windows are just below the roof line, so 
as to give light and ventilation and still be inaccessible — 
to persons from the outside. In the shop proper the 
large windows have the top and bottom sashes pivoted, 
so that.they may be opened wide to afford plenty of air 
circulation, which is absolutely necessary to provide 
good working quarters during Texas summer heat. 
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DALLAS REPAIR SHOP—PLANS OF GROUND AND SECOND FLOORS OF TRANSPORTATION QUARTERS 


Mill construction was used in framing the roof, which repairing, such as wheel lathe, wheel press, wheel bor- 
was built of long-leaf yellow pine and covered with ing mill, drill presses and machine lathes. The wheel 
Philip-Carey felt roofing. Skylights over each pit, in presses and wheel lathe have individual motor drive, 
conjunction with a liberal spacing of windows, insure while the other macliines are driven from line shafting 
ample natural illumination in the remotest parts of the which is connected by belt to a 40-hp, 600-volt, d.c. 
building, even on the darkest days. Car entrances are motor. Immediately in the rear of the master mechan- 
19 ft. high x 16 ft. wide, and are enclosed with hand-  ic’s office, which adjoins the machine shop, an enclosed 


_ operated Kinnear rolling steel doors. These rolling space is provided for repairing fare boxes. At the rear 


doors are installed between the lattice steel columns of the machine shop is the armature room. It is 
which support the face of the building. During the equipped with an armature-banding machine, armature 
warm summer months the raising of these doors opens rack and work benches. Both of these departments have 
up the entire front of the building and, in conjunction creosoted wood-block floors, which is believed to have 
with the open pivoted sashes, provides the maximum a distinct advantage over other flooring material in that 
amount of light and air. it is easier on workmen while standing, and does not 
The machine shop and armature room have creosoted scar when heavy material is dropped upon it or rolled 
wood-block floor, laid on a 6-in. concrete foundation. over it. 
Other floors except the blacksmith shop, which is cin- 
ders, are of concrete. The surface of the concrete floors Be SOMITH) SHOR SNe 
was hardened with the “Master Builder process,” which A well-lighted and ventilated room, 33 ft. x 38 ft. in 
is nothing more than iron filings and dust worked into size, forms the blacksmith shop. Practically the entire 


the floor wearing surface to increase its abrasive re- west wall of this shop is occupied by windows, while a 


sistance, to obtain a surface of maximum durability. 10-ft. door provides access to the main shop. The black- 
smith shop is equipped with two forges connected to 
MACHINE SHOP a centrifugal fan, which in turn is belted to the shop 


The machine shop, which is 20 ft. x 139 ft. in size, is line-shafting. This air-blast connection is through 4-in. 
equipped with all of the tools necessary in modern car supply pipes to the forges. 
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DALLAS REPAIR SHOP—DETAILS OF PIT SECTION IN TRUCK SHOP 
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DALLAS REPAIR SHOP—MILL ROOM AND CARPENTER SHOP 


Beside the blacksmith shop is the oil room, which is 
11 ft. x 38 ft. in size. This room was placed next the 
storeroom so that the storekeeper can conveniently 
handle the oil stock as well as other storeroom mate- 
rials. The various oils are stored in Bowser metal tanks 
equipped with self-measuring pumps. 
these pumps it is believed that the wasting of oil will 
be largely eliminated, and at the same time a very close 
check of its use will be obtained. All paints and var- 
nishes are also stored in the oil room, which is pro- 
vided with only one entrance, that being on the side to- 
ward the main or truck shop. 


. TRUCK SHOP 


The truck shop has four pit tracks and two tracks 
without pits. The four pit tracks pass over one large 
pit which is 70 ft. long by 50 ft. 534 in. wide and 4 ft. 
5 in. deep, measured from the floor line. The rails over 
the pits are 91-lb. 9-in. girder-grooved rail, two of the 
tracks being supported on cast-iron yokes while the 
other two tracks, which are equipped with car hoists, 
are supported upon concrete piers. The details of the 
construction of these pits and car hoists are shown in 
the accompanying illustrations. A 

Tracks 1 and 2 are equipped with pit car hoists, ar- 
ranged for individual motor drive, with worm-and-gear 
and continuous-shaft connections. Track 3 has a 4-ft. 


6-in. removable section of rail which permits wheels to 
be dropped from trucks into the pit with the assistance 


By means of ~’ 


DALLAS REPAIR SHOP—VIEW OF STORE ROOM 


of an air hoist. All four of these tracks over the pits 
extend 20 ft. beyond and upon the shop floor, except 
track 2 which extends into the blacksmith shop, so that 
trucks may be rolled direct from under the car body 
into the blacksmith shop. 

© An overhead trolley hoist, running upon 8-in. I-beams 
and having a capacity of 3 tons, serves each of the 
truck-shop tracks, the blacksmith shop, the armature 
room and the machine shop. The arrangement of the 
hoist runway is such as to facilitate the conveying of 
repair parts from the pits and floor of the truck and 
blacksmith shops to any machine in the machine shop. 
The arrangement of these runways may be seen by ref- 
erence to illustrations showing the machine shop and 
truck shop. Instead of using trolley wire over the 
tracks in the shops, 3-in. T-iron was placed in wooden 
troughs for this purpose. This-~kind of an overhead 
installation, it was believed, would be more durable 
than wire and less liable to break. 


LOCKER ROOM AND LAVATORY 


A locker room and lavatory, 15 ft. wide, extends 
along the partition wall between the truck shop and the 
carpenter shop for a distance of 60 ft. This location, 
however, is only temporary, as it is planned to build 
a second story over the store room for this purpose 
whenever it becomes necessary to occupy this space for 
shop use. On account of its temporary nature an 
8-in. brick wall, 10 ft. high, was erected to screen 


DALLAS REPAIR SHOP—INTERIOR OF MACHINE SHOP BAY 
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the lockers and lavatory from the shop. The lockers 
are of the expanded-metal type, one being provided. for 
‘each workman. In this room also are four shower 
baths and ten porcelain wash basins provided for the 
convenience of the employees. 


CARPENTER SHOP 


_ The carpenter shop, which is separated from the 
truck shop by a brick fire wall, is provided with four 
tracks 60 ft. in length, two of which pass over repair 
pits. These pits are built with reinforced concrete 
walls and are 50 ft. long. The-mill machinery in this 
department is “located. at the end of the tracks where 
it is convenient to them. Under a portion of the car- 
penter shop is:.a 26-ft. x 28-ft. concrete basement. In 
‘this is located an automatic gas heater for hot water, 
and it will also provide space for the shop heating plant. 
It is planned to install a hot-air blower heating system 
which is believed to be best adapted for the purpose in 
a climate which changes quickly from hot to cold and 
vice versa. 
STORE Room 


A store room with ample headroom and floor space, 
and easily accessible to all departments of the shop, is 
provided at the rear of the carpenter and truck-shop 
bays. 
of time by employees going to and fro after material. 
A 10-ft. door, opening into the alleyway at the rear of 
the building, permits material to be unloaded from 
trucks and wagons directly upon the floor of the store 
room. All doors in the store room partition walls, as 
in the walls in the remainder of the shop, are equipped 
with automatic fire doors furnished by the Gilbert 
Manufacturing Company, of Dallas, and approved by 
the national board of fire underwriters. Artificial il- 
lumination in the store room as in the other shop de- 
partments is by the direct system, drop lights being 
placed so as to furnish uniform illumination. All wir- 
ing is exposed, but installed in conformance with the 
underwriters’ code. 


FIRE PROTECTION 


The entire shop building is protected from fire by a 
Grinnell automatic sprinkler system, which required 
the erection of a 50,000-gal. steel tank set upon a lat- 
ticed steel tower, 100 ft. above the ground. This tank 
also serves for automatic fire protection in the car- 
houses, across the street from the repair shop building. 
In addition to, and at the same time serving, this tank 
is a two-stage, 7-in. centrifugal pump, with a capacity 


Its central location will result in a minimum loss - 
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DALLAS REPAIR SHOP—INTERIOR VIEW OF TRUCK SHOP 
AND INSPECTION PITS 


of 750 gal. per minute at pressure of 100 lb. per square 


inch. 
NEW TRANSPORTATION QUARTERS 


In connection with the erection of the new shop 
building, the transportation quarters of the eompany 
have been enlarged and remodeled, affording a suitable ~ 
place for the conduct of that part of the company’s 
business and at the same time providing comfortable 
and convenient quarters for the men in the train serv- 
ice. One section of the carhouses formerly occupied 
by the old shop has been remodeled for this purpose. 

These quarters occupy ground-floor space, 20 ft.x 
167 ft. in size, and a portion of a second floor, 20 ft. x 
85 ft. in size. On the ground floor is situated the office 
of the station foreman and the cashier, and the train- 
men’s room, lavatory, assembly and instruction room. 
In the second story, which only partially covers the 
ground-floor rooms, are located the offices of the super- 
intendent of transportation and a store room for sta- 
tionery. 

Concrete floors were provided throughout the train- 
men’s quarters and the walls are skirted by a 4-ft. 
wainscoting of pine-stained flemish oak, above which 
they are plastered with a hard plaster. The lavatory 
is equipped with every necessary toilet convenience. 

Along one wall of the trainmen’s room is a shelf for 


— 


DALLAS REPAIR SHOP—INTERIOR VIEW oF BLACKSMITH 
SHOP 


DALLAS REPAIR SHOP—VIEW OF CORNER OF ARMATURE 
REPAIR ROOM 
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writing purposes and above this is a succession of 
frames attached to, the wall for holding the schedule 
sheets of the various lines. Long benches have also 
been provided, so that trainmen may sit at the shelf 
and copy their schedules, make out their trip sheets, 
etc. In order that the trainmen may have some form 
of amusement to occupy spare time while waiting to 
take out their runs, and that the club idea may be en- 
couraged, the company has placed tables for checkers 
and dominoes in the train room. These games have 
proved to be popular with the men. 

Adjoining the trainmen’s room are the lavatory and 
toilets, and back of these is the general assembly room. 
This latter room is used for lectures, trainmen’s meet- 
ings, the meetings of the safety league, and also by the 
trainmen’s instructor for holding his classes in train 
operation. In this room has been installed a moving- 
picture machine, with which the company gives two 
shows each week for the benefit of the men and their 
families. The seating capacity of the assembly room 
is about 300, and the attendance at each picture show 
taxes the room to capacity. These shows are given 
free to the employees and afford them considerable 
pleasure. Occasion is taken at these entertainments to 
throw on the screen “safety first’? mottoes and other 
instructions which may be apropos. 

The general design of this new shop and transporta- 
tion quarters follows the ideas of Richard Meriwether, 
general superintendent of the company, and John L. 
Brown, the master mechanic, while the Stone & Web- 
ster Engineering Corporation were the contractors and 
did the construction work. The development of the 
construction details and the supervision of the construc- 
tion work were under the direction of T. L. Thornberg, 
engineer, and J. L. McCampbell, superintendent of the 
Dallas office of the Stone & Webster Engineering Cor- 
poration. - 


Rate of Return in California 


The ELECTRIC RAILWAY JOURNAL of May 16, 1914, page 
1075, contained an analysis of conditions under which 
public utilities in California are required to raise new 
capital, as presented by A. F. Hockenbeamer in the case 
of the Pacific Gas & Electric Company vs. the City and 
County of San Francisco before the United States Dis- 
trict Court. An interesting commentary on Mr. Hock- 
enbeamer’s testimony appears in a recent decision of 
the California Railroad Commission in the case of the 
County of Antioch vs. the Pacific Gas & Electric Com- 
pany, regarding rates for electrical energy. It is stated 
that the defence in this case filed an affidavit by Mr. 
Hockenbeamer similar to that used in the first-men- 
tioned case, which is still pending. In this affidavit, 
after referring to the financial condition of the Pacific 
Gas & Electric Company and to certain issues of securi- 
ties authorized by the California Railroad Commission, 
Mr. Hockenbeamer reached the conclusion that it had 
cost the company from 6.1 per cent to 10.75 per cent per 
annum to borrow money on security obligations for cap- 
ital and expenditures, and that unless the company was 
able to derive profits from the operation of its business 
equivalent to at least 814 per cent per year on the money 
invested or to be invested it would be unable to obtain 
capital necessary to carry on its business. 

In commenting upon this statement, Commissioner 
Thelen assumes as a normal case that in order to secure 
each $100 to be invested the company secures $75 from 
the sale of bonds and $25 from the sale of stock. If 
the utility’s bonds bear interest at the rate of 5 per 
cent, run for thirty-five years and are sold at 85 per 
cent of their face value, this being the condition ob- 
taining with reference to the Pacific Gas & Electric 
4. Company’s present general and refunding bonds, the 
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company would be paying for this money, considering’! 


both interest and discount, at the rate of 6.1 per cent 
per annum. The $75 to be derived from the sale of 
bonds would accordingly cost the company each year 
$4.575. If a return of 8 per cent were allowed, this 
would leave a difference of $3.425 to pay dividends on 
stock and to yield a net profit in excess of interest and 
dividend requirements. This sum of $3.425 would yield 
interest at the rate of 18.7 per cent per year on the sum 
of $25 to be derived from the sale of stock. The com- 
mission states that no reasonable person will contend 
that it is necessary for a company such as the Pacific 
Gas & Electric Company to offer to its stockholders a 
rate of return of 18.7 per cent in order to induce them 
to supply the necessary funds in addition to those de- 
rived from the sale of bonds, and the conclusive answer 
to any such claim is the fact that the company is now 
selling to its stockholders at 82.5 preferred stock bear- 
ing interest at the rate of 6 per cent per annum. If an 
allowance of 8 per cent were made by the rate-fixing 
authority on money derived from the sale of stock, the 
sum of $2 would be necessary on each $25 derived 
from this source. By adding this sum to the $4.575 
necessary for the bonds, the total cost of money de- 
rived from both bonds and stock would be $6.575, which 
falls short by $1.425 of the allowance made to the com- 
pany if a return of 8 per cent were granted. 

Commissioner Thelen then finds that a return amount- 
ing to 8 per cent of the fair and reasonable value of the 
property is at least a fair, reasonable and liberal return 
on the company’s investment. He emphasizes the fact, 
however, that the commission in granting this return is 
allowing more than_is necessary to secure all the com- 
pany’s capital from both stocks and bonds under proper 
financing and that the amounts so allowed in excess 
may well be said to be $1.425 on each $100 in value. 
The decision rendered is based on the assumption that 
the utility did not have bonds outstanding in excess of 
the value of the property but that there is a normal re- 
lationship between the face value of the bonds and the 
value of the property, and that the utility’s funds have 
been secured in part from the sale of bonds and in part 
from the sale of stock. In reply to Mr. Hockenbeamer’s 
statement that by a mortgage provision no additional 
bonds of the company can be issued until its net profits 
during a given period available for the payment of bond 
interest have been at least one and one-half times the 
amount of interest on all outstanding bonds, the com- 
missioner states that one and one-half times the above 
mentioned $4.575 amounts to $6.865, which is still con- 
siderably below the sum of $8 allowed. 

In regard to the fact that the Pacific Gas & Electric 
Company during the last year sold $7,000,000 of 6 per 
cent one-year gold notes on a 10.75 per cent basis, 
Commissioner Thelen says that this transaction cannot 
be considered a normal one. The price paid is the high- 
est paid for money by any public utility on any au- 
thorization for an issue of securities made by the Cali- 
fornia Railroad Commission since the effective date of 
the public utilities act. The money was obtained at a 
time of recognized financial stringency and at a time 
when the company was spending millions in foundation 
expenses which could not be expected to yield a proper 
return for at least a number of years. The company 
was compelled to have this money in order to complete 
its construction work and the price paid cannot be con- 
trolling in establishing the proper rate of return. 


The Society for Electrical Development, Inc., New 
York, N. Y., has issued a report to its members, which 
describes in an interesting way the manifold activities 
of the society in encouraging the progress of the elec- 
trical industry. o 
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A Study of Insert Special Work Failures 


Results of a Comprehensive Analysis of the Forms of Failures in Various Kinds of Insert Special Work Under 
Different Classes of Service 


The article entitled “Chicago’s Experience with Solid 
and Insert Manganese Special Track Work,” published 
in the issue for May 2 of this paper, attracted a great 
deal of attention and showed the widespread interest in 
track work problems on electric railway systems. One 
of the conclusions derived from that article was that, as 
a rule, insert special work equaled, and in some 
instances surpassed the serviceability of solid man- 
ganese steel special track work. The quality of the 
steel in the insert, as compared with that in solid work, 
was considered at length, but no attempt was made to 
discuss the defects in the entire piece which develop 
under service, because that was considered to be a sub- 
ject for special study. 

In order to establish a premise for this study of in- 
sert special track work, it will be assumed that every 
defect which prevents a piece from wearing uniformly 
under traffic is a failure, regardless of the service the 
piece has rendered. Experience has shown that, al- 
though insert work in general is cheaper in first cost, 
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INSERT SPECIAL WORK—FIG. 1—INSERT WITH SPELTER 
BEARING AND PATENTED, BOLTED FASTENING 


it at least equals the serviceability of the more expen- 
sive types of frogs and crossings when installed under 
similar conditions. Despite this record, however, it is 
believed that some of these imperfections which hasten 
the wear-life limit may be eliminated, thereby making 
it possible to obtain a more uniform and a longer aver- 
age life from this class of construction. Moreover, it 
is believed that the problem to be solved is not entirely 
one of manufacture but that the railways, in many in- 
stances, have attributed the causes of failures to mate- 
rial and workmanship when they should properly have 
been charged to poor choice of design, improper instal- 
lation and lax maintenance. On the other hand, seri- 
ous flaws have occurred in a number of pieces which are 
due to faulty design and manufacture. These usually 
oecur early in the life of a layout, and generally they 
are directly responsible for other complications in the 
piece or its foundation. } 


EXTENT OF INSPECTION - 


In order that this study might be comprehensive in 
character and convincing in results, an inspection trip 
was made over the principal properties in the Central 


West. These properties included the Illinois Traction 
System, the Michigan United Traction System and the 
railways in Milwaukee, Chicago, Detroit, Toledo, Cleve- 
land, Columbus, Cincinnati, Indianapolis and St. Louis. 
In addition to this personal inspection, the benefit of the 
experience of engineers on other properties has been 
obtained through correspondence, and the plants of the 
principal manufacturers of street railway track special 
work have been visited. From the list of the proper- 
ties visited it will be seen that all classes of traffic were 
included, from a simple street railway service, through 
a combination of street railway and interurban railway 
service, to that of the exclusively interurban railway. 
In addition to the various classes of service, consider- 
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INSERT SPECIAL WORK—FIG. 2—INSERT WITH SPELTER 
BEARING AND WEDGED-IN FASTENING 


able care was exercised to see that practically all types 
of track special work were inspected under the various 
conditions. 


TYPES OF INSERT SPECIAL WORK INSPECTED 


All insert special work may be divided into three 
classes so far as the insert setting is concerned, namely, 
that which is supported entirely in a‘spelter bed, that 
which is partially supported on a machined bed and 
surrounded with spelter, and that which is provided 
with a completely machined bearing. Insert fasten- 
ings are essentially of two kinds, those which may be 
renewed from the pavement surface, and those which 
may be renewed only by removing portions of the pavy- 
ing on each side of the insert pockets. The latter type 
of fastening is manufactured in two designs, namely, 
the bolted-down and the keyed-down construction, in 
each of which the bolt or key serves to clamp the in- 
sert and the main casting together. The former is 
in three designs, namely, the keyed-in, the patented set- 
screw and the bolted-down fastenings. Both of the 
foregoing types depend on a wedging action between 
the insert and the main casting to hold the insert tight 
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Any of these types of fastenings may be had in cast- 
iron bound or in cast-steel arm construction. 

Fig. 1 is an example of the insert supported wholly in 
a spelter bed and fastened so that it is renewable from 
the pavement surface. The durability of the fastening 
depends upon the pressure brought to bear between the 
insert and the edge of the pocket by the bolts and wash- 
ers. In this type of construction the insert is made to 
fit fairly close where it joins the running rails, but no 
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INSERT SPECIAL WORK—FIG. 3—INSERT WITH SPELTER 
BEARING AND BOLTED-DOWN FASTENING TO 
SOLID CASTING 


attempt is made to fit it along the sides of the pocket. 
After it has been set in its permanent position on shims, 
the interstices at the edges and beneath the insert 
are filled with spelter. Openings around the bolt heads 
are kept free of spelter and afterwards plugged with 
asphaltum to facilitate tightening in service. 

Fig. 2 is what is commonly known as the “wedged-in” 
insert fastening. This is also set and supported on 
spelter, but depends for permanence on a fastening ob- 
tained by two wedges which are inserted in each of 
four slots between the insert and the main casting. 
These wedges are tapered in opposite directions and 


Sketch showing Method of 
Extending Cast Iron Body to 
meet Rails < 
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INSERT SPECIAL WORK—FIG. 5—-INSERT WITH SPELTER 


BEARING AND KEYED-DOWN FASTENING TO 
CHANNEL CASTING 


bear against the main casting and the insert, which is 
forced down on the spelter bearing. In case it is de- 
sired to reset or renew the insert from the surface, this 
is accomplished by driving one of the wedges into the 
pocket, thus relieving the other. These wedges are not 
incased in the spelter in their permanent position but 
are sealed with asphaltum. 


ELECTRIC RAILWAY JOURNAL 


[Von. XLIV, No. 12 


Another form of spelter-set insert is that shown in 
Figs. 3 and 4, commonly known as bolted-down con- 
struction. In the example shown in Fig. 3, pockets»in 
the sides of the main castings are provided to receive 
the nuts for the bolts, which pass through the insert 
and the main casting into the pockets, where they*en- 


gage the nuts and are screwed securely in position. 
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INSERT SPECIAL WORK—FIG. 4—INSERT WITH SPELTER 
BEARING AND BOLTED-DOWN FASTENING TO 
I-BEAM CASTING 


on shims, the opening around the sides and that form- 
ing the bearing are filled with spelter. Following this 
operation the bolts are drawn up tight and their heads 
incased in spelter. To prevent the bolts from becoming 
loosened under vibration, the pockets containing the 
nuts are filled with asphaltum. As in the cases shown 
in Figs. 1 and 2, while the edges of the inserts adjoin- 
ing the running rails are not made a machined fit, a 
neat fit is required at these points. 

Another form of insert fastening is shown in Fig. 5 
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INSERT SPECIAL WORK—FIG. 6—INSERT...SETTING AND . 


FASTENING USED BY THE COLUMBUS RAILWAY & 
LIGHT COMPANY 


and is known as the “keyed-down” type. After the 
insert has been set in its permanent position on strap 
liners, placed particularly at the points of impact, the 


spelter is poured in the remaining space to supplement 


the bearings on the liners. After the keys have been 
inserted to draw the insert plates down on the liners, 


they are again driven further to tighten the plate on 
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the combination liner and spelter bearing, after which 


spelter is poured around the lugs and keys to prevent 
the. latter from backing. The lugs on the insert plate 
through which these keys are inserted project through 


the main casting below the insert, hence the wedges 
pull,the insert down tight against the spelter bearing 
at the center. This type of fastening is not affected by 
the peening action of the insert, because any tendency 
to peen is resisted by the key fastening at the center. 
Openings on each side of the main casting permit these 


wedges to be driven or removed after a portion of the 


surrounding pavement has been removed. 

Fig. 6 is another type of spelter-bedded insert of the 
keyed-down design somewhat like that shown in Fig. 5. 
This design originated with the roadway department of 
the Columbus (Ohio) Railway & Light Company. As 
shown in the illustration, it contains four lugs depend- 
ing from the sides of the insert plate which fit into 
openings in the main casting. Each of these lugs is 
cast with an opening so that a key may be driven to 
fasten the insert down in its permanent position. The 
bearing on the main casting and the openings along the 
sides of pocket are sealed with spelter. In this design 
no special effort is made to obtain a tight fit between 
the plate and the running rails. It is claimed that this 
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INSERT SPECIAL WORK—FIG. 7—INSERT WITH PARTIAL 
MACHINED BEARING AND BOLTED-DOWN FASTENING 
TO CHANNEL CASTING 


type of fastening retains the clamping principle of the 
bolted-down fastening while eliminating the possibility 
of stretched bolts. 

Another type of insert setting and fastening is that 
known as the partially machined, supported design. 
Fig. 7 shows this type of construction used in conjunc- 
tion with the ordinary bolted-down fastening. The 
plan sketch shows four circles located at points in the 
insert pocket at the ends of the rolled rail arms. These 
represent the machined bearing points or seats in the 
floor of the pocket and in the base of the insert. These 
machined spots are located so as to receive the impact 
blow of the wheel as it passes from the running rail 
to the insert. The opening at the sides of the insert 


‘and the’ remainder of the bearing are sealed with 


spelter. 

Fig. 8 also represents this partially machined sup- 
ported insert with the ordinary bolted-down fastening. 
Like the insert support shown in Fig. 7, machined 
seats are provided at the points-where the insert plate 
receives the impact blow as the wheel passes from the 
running rails to the insert. In this construction a neat 
fit is made between the insert and the running rails, 
‘and the ends and other interstices are filled with spelter. 

Fig. 9 shows still another form of a partially ma- 
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chined, supported insert of the bolted-down fastening 
type. In this design, however, the partial support takes 
the form of machined ribs in the floor of the pocket 
and in the base of the insert. The design provides for 
a neat fit at the points where the insert joins the run- 
ning rails. The interstices in the bearing and around 
the edges of the insert are filled with spelter. 

Fig. 10 represents the type in which the manganese 
insert rests on a fully machined seat, with a bolted-down 
fastening. In this class of construction, the floor of the 
pocket is carefully machined to provide a perfect bear- 
ing on the base of the insert, which is ground accur- 
ately to surface. The edges of the pocket, as well as 
the insert, are also carefully machined so that the in- 
sert fits tightly when set in its permanent position. 
This type of insert is usually employed with the cast- 
iron-bound construction with a minimum insert thick- 
ness of 1% in., and the over-all thickness varying from 
2% in. to 2%% in. 

In Fig. 11 is illustrated a form of insert used princi- 
pally in New England. It is cast-iron-bound construc- 
tion with a forged steel insert which has been heat 
treated and set on a partially machined bearing. The 
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INSERT SPECIAL WORK—FIG. 8—INSERT WITH PARTIAL 
MACHINED BEARING AND BOLTED-DOWN FASTENING 
TO CHANNEL CASTING 


sides of the insert are not machined to fit the pocket, 
but the ends of the insert and the pocket are accurately 
machined. The finished main casting is heated to ex- 
pand the pocket when the cold insert is set in place. 
The shrinkage of the pocket is sufficient to hold the 
insert securely. Spelter is then poured along the edges 
of the insert and also fills the interstices between the 
rib seats. This type of construction has been quite suc- 
cessful under average city railway service; in fact, the 
forged steel insert wearing qualities compare very 
favorably with the average manganese-steel insert, and 
it does not chip. 

Practically all types of insert fastenings and settings 
may be had in either cast-iron-bound or cast-steel-arm 
work. Considerable difference of opinion appears to 
exist, however, regarding the size and character of the 
cast-iron sections employed to bind the rolled rail arms 
in the cast-iron-bound work. The illustrations indicate 
that three designs are in common use, namely, the solid, 
the channel supported, and the I-beam supported cast- 
ings. Some manufacturers are obtaining additional 
strength to resist transverse bending by increasing the 
sectional area, others by treating the cast iron to 
toughen it, and still others by reinforcing the cast iron 
with concrete reinforcing rods. Any one of these meth- 
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ods is good if the section is calculated for each class of 
service it is to perform; the only difference is that some 
insert supports weigh more than others. The cast- 
steel-arm work is also designed in various sections and 
depends on the heat treatment largely for its wearing 
qualities and strength. The remarkable development in 
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INSERT SPECIAL WORK—FIG. 9—INSERT WITH MACHINED 
RIBBED BEARING AND BOLTED-DOWN FASTENING 
TO I-BEAM CASTING 


the past few years in steel foundry practice has re- 
sulted in a marked improvement in cast-steel castings. 


CAUSES OF LOOSE INSERTS 


Unquestionably the most common weakness of insert 
special work, under any class of service, is the loose 
insert. While the loose insert is responsible for many 
other complications in insert special work if not re- 
paired promptly, other forms of imperfections arise 
from totally independent causes. Probably the form of 
failure second in importance is the loose arm in ¢ast- 
iron-bound work. These loose arms are due either to 
breaks in the arms at the points where they set in the 
casting or to the loosening of the arms in the castings. 
The form of failure third in importance is the cupping 
in the rolled rail arm at the edge of the insert. Finally, 
a defect which is found principally where the traffic con- 
sists of heavy interurban cars is the broken casting. 

The maximum number of loose inserts occur in the 
spelter-bed setting. It is also found that certain types 
of fastenings give better results than others, but few 
pieces of this type appear to be able to meet modern 
heavy traffic conditions without becoming loose before 
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INSERT SPECIAL WORK—FIG. 10—-INSERT WITH MACHINED 
BEARING AND EDGES, AND BOLTED-DOWN FASTENING 
TO SOLID CASTING 


the piece is worn out. Loose inserts are also found 
where the plate has a partially machined support, but 
as a rule these are not so numerous as in the spelter- 
bedded construction. In fact, in this class of special 
work it is believed that the manner of fastening has 
more to do with the loosening of the insert than the 
character of the support. Loose inserts are also found 
in work where the plate is wholly supported on a ma- 
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chined surface, but when they do occur the usual compli+/ 
cations do not follow. The loose insert with this latter 
design, however, is an exception to the rule and in most 
instances may be attributed to the manner of fastening 
rather than to the type of bearing. E 

Fundamentally the use of a spelter support under a 
manganese steel plate, purchased to furnish a material 
which would withstand the severest service conditions 
at the wear points, is wrong. Spelter may have a value 
in compression when confined, but this is comparatively 
small, and when the insert is subjected to severe im- 
pact blows there is a tendency for the manganese steel 
plate to tilt or flow after which the spelter cannot be ex- 
pected to withstand the concentrated impact blows 
without compressing or flowing. It is believed 
that in many instances the insert becomes loose 
originally because the fastening does not hold securely. 
After the insert is once loose the spelter around the 
edges is sheared from that forming the bearing, and 
traffic soon jars it from its position beside the plate. 
When this spelter is gone, there being no bond between 
the spelter forming the bearing and the plate, it is but 
a short time until traffic vibration has loosened the in- 
sert fastening completely. If the insert is not reset 
promptly many other complications arise in close suc- 
cession. 


Electric Ry. Jowrnal 
INSERT SPECIAL WORK—FIG. 11—FORGED STEEL INSERT 
WITH PARTIAL MACHINED BEARING AND ENDS, 
AND SHRUNK-IN FASTENING 


At best the only purpose of the spelter setting is to 
save machine work. While the design of most insert 
pockets in the body castings, either in the cast-iron- 
bound or cast-steel work, make it difficult to machine 
the edges or the bearings, it is not impossible to change 
the shape of the pocket so that it can be machined 
easily. Of course these difficulties in machining do not 
arise with the insert shapes except in some. instances 
where they are complicated, and these could be obviated 
by the use of simpler shapes. Many of the manufac- 
turers are now making the machined bearing insert 
special work either on specification or as their own 
standard. While those who have not made a regular 
business of manufacturing this class of construction 
claim that it is more expensive than the spelter-bedded 
pocket type, others state that when everything is equal 
they are in a position to meet the manufacturing cost 
of the other types. 

The necessity for an all-machined bearing is ques- 
tionable, and it is probable that a partially machined 
bearing sufficient to spread the impact load over a rea- 
sonable area of the casting will produce the same result. 
It is important,-however, in any case to use a fasten- 
ing that will not loosen under vibration or be subject to 
shear under side thrust when an insert becomes thin 
and peens under severe service. It is possible, of course, 
to reduce this peening to a minimum if the insert is 


i 


SEPTEMBER 19, 1914] 


thickened to a point where it is too rigid to assume a 
convex shape in the pocket, even up to the expiration of 
its wear-life. The location of the machined bearings 
is important and the bearings now in use are good, 
although it is doubtful whether sufficient area is used. 


EFFECT OF STEEL WHEELS 


While the use of miter joints between the insert and 
the running rails has materially aided in reducing the 


impact blow at this point, a machined fit also helps to 


reduce the number of loose inserts to a minimum, par- 
ticularly in acute-angle crossings. In the obtuse and 
right-angle crossings, however, while the machined 
miter joint should be used to reduce the impact blow 
to a minimum at this point, it is very difficult to elimi- 
nate this blow at the intersecting flangeways. A num- 
ber of engineers and manufacturers are attempting to 
accomplish this by using a flange-bearing insert throat- 
way, but it is almost impossible to maintain it in a 
flange-bearing condition, owing to the rapid wearing 
away of metal under thin steel wheel flanges. A long, 
gentle approach from a non-flange bearing to a flange 
bearing, however, will materially aid in increasing the 
life of the metal in the throatway floor. When the ap- 
proach is short, a slight blow is struck by the wheel 
flange as it comes in contact with the throatway, and, 
as a consequence, it is but a short time until the badly- 
worn flanges have cut their way through the flange- 
bearing insert plate. The gentle approach is obtained 
by the use of a large plate, or the cast-steel arm with 
the shallow throatway may be carried all the way 
through the piece, or the approach in a rolled rail 
groove may be built up with a welder. 

Since rolled-steel wheels have come into common use 
in street and interurban railways, a new difficulty has 
developed in connection with track special work in 
paved streets. Worn steel wheels are believed to have 
added to the number of loose inserts. Thin flanges in 
combination with a canted truck cause one wheel to run 
flush against the flange while the other wheel on the 
same axle is pulled away from the gage line. In this 


_ position the latter wheel must either mount the insert 


plate, if the throatway is narrow, or it must strike a 
hard enough blow at the throatway entrance to right 
the truck. This difficulty is more or less obviated by 
providing a long, gradual approach from the running 
rail into the throatway in the insert plate. Unless this 
approach is gentle, a considerable blow will be struck 
on the plate as the wheel passes into or over it. This 
tends to loosen the insert and at the same time shear 
off the bolts or other fastenings. In many instances, 
derailments may be charged to the thin-flanged rolled- 
steel wheel rather than to any defect in the design of 
the insert throatway or to any variation in the track 
gage. 

On streets where there is dense vehicular traffic, the 
heavily-loaded trucks undoubtedly contribute their 
share to the number of loose inserts as well as worn 
guards and running rails. Manufacturers usually 
exercise considerable care in providing a neat joint at 
the running rail connections to the insert plate to re- 
duce impact but do not take such precaution at the 
sides of the plate, which are also subjected to impact 
blows from vehicular traffic. Attention in this direc- 
tion no doubt would also be productive of improved 
results. 

INSERT REPAIRS 

Insert repairs and renewals are being made by the 
larger companies with more or less success. It may be 
stated, however, that during the life of the spelter- 
bedded inserts most companies expect approximately 
80 per cent of them to become loose. This means that 
this percentage of inserts must be reset or renewed. 
This repair work should be done by a gang especially 
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familiar with insert renewals and replacements. In fact, 
this gang should do nothing other than inspect work for 
defects and make the repairs. With the smaller com- 
panies it is practically impossible to retain these ex- 
perts, but most of the manufacturers now have men 
whom they can send out to do such work, or at least 
supervise the repairs and replacements. 

An inspection for loose inserts can be made to best 
advantage immediately after a shower. At this time, 
if the insert is slightly loose a car passing over it will 
cause the water or air bubbles to be forced up between 
the edges of a loose insert and the body casting. Many 
companies make it a practice to allow inserts to be- 
come quite loose before they attempt to make repairs. 
This practice probably renders easier the making of 
the insert repairs but unquestionably results in the ex- 
tension of the effects of the loose insert to the rest of 
the track structure. 


LoosE ARMS IN CASTING 


As mentioned earlier in this article, the second most 
common form of failure is the loose arm in the cast- 
iron-bound work. Most manufacturers have been able 
to overcome this difficulty by exercising care in pre- 
paring the rolled-rail section to receive the casting. 
Generally speaking, the rolled-rail arms are very care- 
fully cleaned of scale and rust,.after which they are 
painted with a fluxing material. In addition, most 
manufacturers are providing lugs or bolts in the rolled- 
rail web to anchor it in the casting. The shape and 
size of these lugs vary with the different manufactur- 
ers. It is also usual to drill a number of holes in the 
rolled-rail-arm web so that the cast metal may bond 
through these holes. In the past it was customary to 
punch these holes, but it was found that the metal sur- 
rounding the hole was checked and this tended to im- 
pair its strength. These holes are now drilled so that 
the metal surrounding them is left in good condition. 

While a few isolated cases of loose rails in the cast- 
ings may be attributed to the manufacturer, many of 
them are due to non-uniform bearing on the track 
foundation. The casting surrounding the insert may 
be high and the point of bearing at the end of the rail 
arm low, or the reverse may be true. In either case 
the casting forms a fulcrum, and the rail breaks or is 
loosened at the weakest point. In cases where the rail 
is broken the fault probably lies with the railway com- 
pany, while in cases where the rail loosens in the cast- 
ing the fault is entirely that of the manufacturer. 

Probably there are a few instances where broken 
rails in the casting were due to partial annealing in the 
rolled-rail arm caused by the molten metal surrounding 
it in the mold. Then, too, the difference in shrinkage 
in the rolled rail and cast iron may have set up internal 
strains in the rail web which aided in rupture. Rolled 
rail shrinks about 14 in. in 1 ft. from the molten to 
the solidified state, and cast iron shrinks approximately 
1% in. in 1 ft. Since the cast iron does not shrink as 
much as the rolled rail, it is possible that the keying 
action of the head and the base of the rail against the 
cast iron during the period of solidification may set up 
strains along the web. 

When the arm becomes completely loose, it is usually 
because there is not sufficient rolled rail area in the 
cast iron to hold it, under ordinary service. On the 
other hand, there are cases where the cast metal ap- 
pears to shrink away from the rolled-rail arm, indicat- 
ing that a fluxing material has not been used or that 
some action has taken place in the contact surface to 
prevent perfect bonding. 

In many instances it is believed that a perfect cast- 
ing with a good grip on the rolled-rail arm has been 
subjected to unnecessary strains because of lax track 
maintenance. Unquestionably the severe impact blows 
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dealt at intersecting flangeways of obtuse angle cross- 
ings ultimately pound down the foundation beneath 
them. As a result of this, the portion of the casting 
immediately beneath the intersecting flangeway be- 
comes a suspended point, and eithér the casting must 
break or the arm must loosen or break in the casting. 
It appears that the only solution for this difficulty is 
the proper selection of timbers and spacing to support 
the special work. These timbers must be of sufficient 
area to transmit the impact load stresses to the track 
foundation so as to reduce settlement to a minimum. 
It is also necessary to give the spacing of these timbers 
consideration so that it will be possible to tamp the 
track securely at the time it is laid, as this will enable 
the maintenance gang to retamp it to take care of 
unequal settlement. Ties of special lengths provide 
more uniform bearing than ties of standard lengths, 
because the latter must be interlaced so closely that 
there is no space left for tamping. 

It is possible to eliminate some loose rails by in- 
creasing the grip area between the casting and the 
rolled-rail arm. Most manufacturers, however, now 
have enlarged the casting to a point where further in- 
creases would be uneconomical. On the other hand, if 
the track and roadway departments expect to lay down 
track special work and forget it, there is no limit to 
the size to which these castings must be increased to 
provide for this dilatory maintenance. It is more 
economical and better practice to devote closer atten- 
tion to track maintenance, since an increase in the size 
of the casting means greater first cost as well as added 
cost for installation. 


BROKEN CASTINGS 


A form, of failure; which appears to be common to 
interurban railways is the broken casting. In many 
instances where the modern types of iron-bound insert 
work are used, the failure of castings may be charged 
to the railway company, and is probably due to unequal 
bearing and improper track maintenance. On the other 
hand, there have been cases where this type of failure 
may be attributed to the use of castings which are too 
small, or the point of impact is suspended between ties 
instead of supported on them. Some interurban rail- 
way companies are now using 7-in. girder grooved rail 
or T-rail in track special work where they should be 
using a 9-in. rail. This deeper rail would permit the 
manufacturer to provide castings of sufficient cross- 
section to withstand reasonable transverse bending 
stresses. 

Another important factor in the failure of iron- 
bound castings is the choice and spacing of ties. If 
standard ties are used under a special-work layout, 
usually it is necessary to interlace them under the 


frogs, thus making it practically impossible to tamp 


that portion of the track foundation. Consequently 
settling occurs, requiring the casting to stand tensile 
strains in its base far beyond those considered in its 
design. If, therefore, a reasonable amount of metal is 
used in the binder casting, allowing a 9-in. instead of 
a 7-in. rail depth for heavy interurban traffic, and if 
special ties are employed to provide sufficient spread 
of the track loads on the foundation as well as to per- 
mit proper tamping, and if these are followed by care- 
ful and prompt maintenance, breaking of castings will 
be reduced to a minimum. Moreover, at the present 
time, failures of this description are not common to all 
interurban track special work nor to any one manu- 
facturer’s design. 


UNCOMMON DEFECTS 


Other forms of failures occurring in insert special 
work, important but unusual, include broken arms and 
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cupping in the rolled-rail arms at the point where they 
join the insert plate. A break in the arm outside of 
the binder casting is due to the choice of rails with 
too high a carbon content. Broken rails in the. cast- 
ing, are due either to internal stresses resulting from 
the difference in shrinkage in the cast iron and the 
rolled rail, or to the partial annealing of the rolled- 
rail arm when it is surrounded with the molten cast 
iron. In any event, uneven bearing on the ties is the 
primary cause of rupture. In other words, internal 
strains or the improper annealing seldom sufficiently 
reduce the strength of the section to a point where it 
will fail under traffic alone. 

In many instances what appears to be a loose arm 
in the casting will, upon examination, prove to be a 
break in the arm. Usually this break begins at the 
base of the rail near the edge of the casting and fol- 
lows the line of weakest web section, namely, through 
the holes bored in it for anchor bolts or designed to 
allow the metal to bond through them, finally reaching 
a point immediately beneath the ball of the rail at the 
edge of the insert pocket. Breaks of this character 
are, as a rule, due to uneven foundations rather than 
to any cause which could be charged to workmanship 
or material. 

Cupping in the rolled-rail arm at the edge of the in 
sert pocket, is due, in most instances, to the use of 
too sharp a run-off from the flange-bearing insert to 
the non-flange-bearing rolled-rail arm. This allows the 
wheel to drop as it passes from the insert to the rolled 
rail, hence cupping develops at this point as quickly as © 
it does at joints. On the other hand, there are cases 
where this cupping is due to the partial annealing of 
the rolled-rail arm. Cases have also been observed in 
which the pounding action has been so severe that the 
ball of the rail has actually been mashed down over the 
web, but these are exceptions to the rule. If a gentle 
flangeway approach is provided or if the flangeway in 
the rolled-rail arm is built up to meet the floor of the 
flangeway in the insert plate, defects of this character 
will be eliminated. 

It is the intention in a later article in this paper to 
illustrate and discuss some typical examples of special 
work failures, as considered in this article. 


Circular of Safety Rules 


The bureau of standards of the Department of Com- 
merce has recently issued circular No. 49 on safety 
rules to be observed in the operation and maintenance 
of electrical equipment and lines. The circular is in 
three parts, as follows: Part I—Rules for the em- 
ployer; a, organization; 6b, protective methods and de- 
vices. Part II—General rules for the employee; c, gen- 
eral precautions; d, general operation; e, handling live 
equipment and lines; f, killing supply equipment and 
lines; g, killing moving parts; h, making protective 
grounds. Part IIlI—Special rules for employees; 7, 
power-station operation; 7, switchboard operation; k, 
overhead line operation; l, arc lamp operation; m, 
underground operation; n, meter operation; 0, testing 
operation; p, signal line operation; g, tunnel and sub- 
way operation. : 

The circular covers its subject in a most comprehen- 
sive manner. S. W. Stratton is director of the bureau 
of standards. 


The Electric Railway & Tramway Journal is now the 
name of the English publication formerly known as the 
Light Railway & Tramway Journal. The change’ ‘in’ 
name is significant as indicating the change from light — 
steam and horse-operated narrow-gage lines to stand- — 
ard gage electric operation. 
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ea Export Conditions and the War 


Data Showing Trade Prospects of London House of J. G. White & Company and also Export Situation in Brazil— 
Steam Railroad Moves to Increase Commerce—Experiences of B. J. Arnold in Europe 


LONDON TRADE CONDITIONS 


J. G. WHITE SAYS THAT THE TRADE OF HIS LONDON HOUSE 


HAS IMPROVED OVER THE SITUATION EXISTING 
JUST AFTER THE WAR BEGAN. 


J. G. White, president J. G. White & Company, Inc., 
of New-York, and chairman of J. G. White & Com- 


pany, Ltd., of London, has consented to give his views 


of the trade.conditions resulting from the European 
war to the ELECTRIC RAILWAY JOURNAL. In answer to 
an inquiry from a representative of this paper Mr. 
White explained that the London house conducts all 
of the business of the organization in South America 
and the Orient and, in fact, in all parts of the world 
excepting North America, Cuba, Central America and 
the Philippines. The business in North America is 
conducted by the New York company. The London 
house was established in 1900 and is connected with 
the New York organization through the fact that Mr. 
White, the active head of the New York company, is 
the largest stockholder in the English company. The 
business of the London house has recently been mainly 
in South American enterprises of the kind that have 
been financed principally in England. 

Mr. White said that general business conditions, as 


far as the London house was concerned, have improved 


over the situation just after the beginning of the war. 
Necessarily the operations of the London house have 
been curtailed to some extent. Work on some of the 
enterprises in which it was engaged has been deferred 
until after the close of the war, but on others steady 
progress is still being made. Mr. White said that 
Great Britain has largely restored normal facilities 
for overseas shipments and that advices have been 
received from the London house that English manu- 
facturers are prepared to make prompt deliveries of 
all of their usual products. The London house is pre- 
pared, notwithstanding the continuation of war, to 
procure and ship promptly, subject to government ex- 
emptions and restrictions, any materials or supplies 
that can be secured in Great Britain or any of the 
countries with which that nation now trades. 

Regarding American business, Mr. White stated 
that financial conditions preceding the declaration of 
war were unfavorable to the undertaking of new enter- 
prises, and that these conditions have been tre- 
mendously emphasized by the war, with the result 
that very little new engineering or construction work 
is proceeding. At the moment the most active part 
of the J. G. White Engineering Corporation is under- 
stood to be its purchasing department. Recently im- 
portant purchasing commissions have been received 
from Porto Rico, Cuba, the Philippines and other parts 
of the world. This department undertakes commis- 
sions to purchase in America any kind of machinery, 
materials or supplies for clients in the United States 
or, in fact, in.any part of the world. It does not at- 
tempt to secure orders which otherwise might go to its 
allied London company or others in Great Britain, real- 
izing that it is of primary importance for the best in- 
terests of the world that the industrial population 
there should be kept employed. as far as is possible. 
On the other hand, the department takes orders from 
any part of the world for any purchases, whether 
emergency or usual, which existing world conditions 
make it advisable to procure in the United States. 


BION J. ARNOLD IN THE WAR ZONE 


MR. ARNOLD RETURNS AFTER HAVING WITNESSED THREE 
ARMY MOBILIZATIONS—SOME OF HIS OBSERVA- 
TIONS ARE GIVEN BELOW. 


Bion J. Arnold, chairman Board of Supervising Engi- 
neers, Chicago Traction, accompanied by Mrs. Arnold, 
returned from Europe on the Campania on Saturday, 
Sept. 12, after having had the remarkable experience 
of witnessing the mobilization of the armies of three 
countries within as many weeks. While awaiting the at- 
tention of the customs officers on the Cunard line pier, 
Mr. and Mrs. Arnold gave to a representative of the 
ELECTRIC RAILWAY JOURNAL a graphic picture of recent 
conditions in France, Belgium and the British Isles. 

Mr. Arnold went to Europe about the middle of July 
as a member of the Chicago railway terminal commis- 
sion, which is organized under the authority of the 
City Council of Chicago for the purpose of studying the 
important questions relating to railroad terminals in 
that city and recommending general policies and plans 
for the future development of these terminals. This 
study includes also the subject of docks and harbors 
as, on account of the location of Chicago, shipping and 
railroad terminals problems are closely related. The 
commission included, beside Mr. Arnold, John F. Wal- 
lace, chairman, Walter L. Fisher, Edward H. Bennett, 
Lawrence E. McGann, John W. Beckwith and Ellis 
Geiger. The commission was accompanied on the trip 
by a party of fourteen associates representing various 
civic interests. 

The purpose of the European trip was to secure data 
from the experience of other countries in the problems 
connected with water and railroad terminals, especially 
as regards the relations of transportation interests to 
local interests and plans. The original itinerary in- 
cluded Liverpool, Manchester, London, Paris, Frank- 
furt, Vienna, Dresden, Berlin, Hamburg, Kiel, Copen- 
hagen and Stockholm, with the possible addition of 
Budapest and Leipzig. As a result of the declaration 
of war while the party was in Paris, it was decided to 
postpone visiting Germany and to go to Brussels and 
Antwerp instead. The war developed so rapidly that 
the party returned to England Aug. 2 and disbanded in 
London on Aug. 3. Most of the members promptly 
returned as best they could, and Chairman Wallace and 
Mrs. Wallace sailed on Aug. 15. Mr. Arnold stayed 
until Sept. 5 in order to continue his investigations and 
to extend them into the electric traction field. As the 
readers of the ELECTRIC RAILWAY JOURNAL will be in- 
terested particularly in Mr. Arnold’s experiences and 
observations, attention will be directed to these rather 
than to the interrupted work of the commission. 

Mr. Arnold’s first intimation of the impending inter- 
national difficulties was received at a gathering at the 
American embassy in Paris held in honor of the vis- 
iting commission. Here Ambassador Herrick, who has 
since acquitted himself so creditably, announced the 
receipt of a telegram stating that Austria had declared 
war on Servia, which he feared and felt meant a gen- 
eral European war. The effect on the party, which was 
attended by leading officials of the French government, 
was most depressing, and it soon broke up in gloom. 
The visitors realized at once that the mission could go 
no further, and the retreat began. The members of 
the Chicago party, however, resolved to make the most 
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of the opportunity, by visiting in neutral Belgium and 
proceeded to Brussels after having witnessed the pre- 
liminary movements of the mobilization of the French 
army. On the evening of the arrival of the party in 
Antwerp they witnessed the reading of the mobilization 
order for the Belgium army and later saw the soldiers 
start for the front. Before learning that Germany had 
declared war on Russia the party left for England just 
in the nick of time, for two days later Liége was be- 
sieged and the invasion of Belgium begun. They ar- 
rived in England the day before England declared war 
on Germany and in time to witness a third army mobili- 
zation which was continued throughout Scotland and 
Wales. 

Being in close touch with officials high in authority 
in the different countries, Mr. and Mrs. Arnold secured 
an unusually accurate picture of conditions. They 
agree that the stagnation of business in the important 
cities is complete, the endeavors of merchants and 
manufacturers being directed to conserving their stocks 
and capital until times improve. 

In England and Scotland Mr. Arnold enjoyed excel- 
lent opportunities for his investigations. In addition 
to the terminal question he especially studied motor 
buses, underground rapid transit facilities and elec- 
trolysis, all of which are important matters in connec- 
tion with present Chicago conditions. He found that 
there is no general complaint of electrolytic corrosion, 
as the Board of Trade rules are quite generally com- 
plied with and seem to be effective under traction con- 
ditions in England. This matter is of particular in- 
terest to Mr. Arnold at present as he is chairman of 
the joint national committee on electrolysis. In fact, 
he called a meeting of the committee for last Monday 
in New York by cable before sailing. In addition to the 
cities already mentioned Mr. Arnold visited Glasgow, 
Edinburgh, Newcastle, Leeds and Manchester, as well 
as several points in Wales. 

He was much interested in the plans used in replac- 
ing the car crews lost temporarily through the war. 
Service had been furnished without serious interrup- 
tion. Travel is, of course, much lighter than normal on 
account of the business depression. 


RAILROADS AND SOUTH AMERICAN TRADE 


A pamphlet has just been issued by .the Lehigh Val- 
ley Railroad with a view to presenting to American 
manufacturers information on the subject of trade pos- 
sibilities in South America. In condensed form the bul- 
letin gives for ready reference statistics showing the 
volume of business in each commodity and the division 
of that business between the United States and Europe. 
It is stated that the names of South American firms 
engaged in the importing business are on file at the 
company’s office and will be furnished on application. 
The pamphlet discusses in general the available and 
prospective banking facilities in South America, the 
effect of the Panama Canal, trade conditions, rules for 
procedure in reaching buyers and other points concern- 
ing all the countries. In connection with each a brief 
explanation is offered of the currency, weights and 
measures and postal systems used. An appendix con- 
tains a digest of steamship facilities, postal regulations 
and latest estimated population of South American 
cities. 

Another interesting feature adopted by the Lehigh 
Valley Railroad is its “South American Special,’”’ which 
is to stop at the principal cities on its line and acquaint 
manufacturers with the details of the South American 
market. In addition to detailed information regarding 
the kind of products, the tariffs of the various countries 
and items of a similar nature, it is understood that the 
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train will carry financial and commercial experts, who 
will be able to give the manufacturers first-hand infor- 
mation. As planned, the “South American Special” will 
stop at Easton, Allentown, Bethlehem, Scranton, Wilkes- 
Barre, Elmira, Ithaca, Geneva, Auburn, Rochester and 
Buffalo. At each of the cities conferences will be held 
with the Chamber of Commerce relative to trade pros- 
pects. 

The New York Central Lines and the American Ex- 
press Company have also taken steps to help along the 
movement for the development of closer trade relations 
between the United States and South American coun- 
tries. It is reported that the companies, acting jointly, 
have arranged to send to South America James Thane 
and A. B. Howard, as special representatives. Mr. 
Thane will represent both companies, while Mr. Howard 
will act as the representative of the financial department 
of the American Express Company. They will visit the 
chief commercial centers of Brazil, Argentina, Uruguay, 
Chile and Peru and obtain information as to the best 
and quickest means of transportation, the markets for 
American goods and the kind of goods desired. 


COMMERCIAL CONDITIONS IN BRAZIL 


According to Consul General J. G. Lay at Rio de 
Janeiro, the economic prosperity enjoyed in Brazil dur- 
ing the last four years has been temporarily checked. 
Since September, 1913, the country has been suffering 
from a financial, industrial and commercial crisis which 
has completely paralyzed the import trade. The federal 
government with reduced revenues has been obliged to 
defer payment for supplies and contract work amount- 
ing to $25,000,000. The business outlook is not en- 
couraging, and unless money becomes available in 
Europe within the next few months there will be a 
heavy fall in exchange in Brazil. ; 

About 75 per cent of the imports in Brazil comes 
from the United States, Great Britain, Germany, France 
and Argentina. The relative position of each country 
in percentage of total importations during 1912 and 
1913 was as follows: United States, 1912, 15.6 per 
cent, 1913, 15.7 per cent; Great Britain, 1912, 25.2 per 
cent, 1913, 24.5 per cent; Germany, 1912, 17.2 per cent, 
1913, 17.5 per cent; France, 1912, 9 per cent, 1913, 9.8 
per cent; Argentina, 1912, 7.5 per cent, 1913, 7.4 per 
cent. The important electrical articles imported into 
Brazil during 1912 and 1913 and the principal countries 
of origin are shown by the accompanying table. 


TABLE SHOWING ELECTRICAL ARTICLES IMPORTED TO BRAZIL AND 
PRINCIPAL COUNTRIES OF ORIGIN FOR 1912 AaNnpD 1913 


1912 1913 

Cable: 

Total fics sap wench Maaceoud aera unten eee ie $579,885 $822,870 

United iS tatesrsaie soe eeeciiatent hom oie 250,047 162,317 

Great, Britain cinta) ate tend es a nates 241,369 408,002 

GETMANY. aiasa cvs i ede mleceiegtie t= oh Misuerecar ene ce 49,997 166,578 
Insulators: 

Total seco tos otabcop eat meus dello sdueds he op eanin $204,388 $198,059 

GOrMa nye seine cists siete MOT ERE a0. a ele Meet 125,502 103,972 

United) States \gice ae otis ns» Searaeoke cheery 55,044 63,718 
Machinery : 

TO CAM toi WGe ac atone kel bhale stele ooh enone MORE Talent $4,811,052 $3,347,249 

United States icone aus orale «ee eerie ah atees 2,060,944 1,595,849 

GOLINAT Yee oh eee fms at Wiehe as eaene mere ete F »764 , 

Great, (Britain: Sth" cc «his oa eh wacker eleseke siete 569,562 674,399 

I TATICO iirc prophase store She ee Un heae ei ate 537,636 126,512 
Hlectric motors: 

OLED om dercirensnahe ovta, ahaticitalie tere sans intra Mi tans Wehtot al sire eure gee eaters eee $597,428 
nited “Staten: ca. o wahevuica (eee bareusee sec tsianel nae teen aeetie 214,614 
GOrMaWy.| 6 seen tSakete yeus to honeiath ines maaigere miei aionet 168,095 
Great Britadys 7: his ccske ee tee eee ee ee ee 94,365 
Switzerland! Scene o crasce eae ener eee ney eee eben 57,986 

Rails, fishplates and other railway accessories: 

OCA SHAS Sits aruda s eonareis cuentas $9,384,650 $11,230,845 
TAN CO) O45 5 ora, w ete DA tere Me TRON came 2,071,438 3,672,825 
Belgian ss sine i ies. wee aletetoe eee baer at 3,318,764 2,786,429 
Germany > JY beara aun ecco ere 7844,151 2,019,087 
United). ‘States. 0 sc). Maiorabernereeree ater kere ,868,840 1,957,579 
Great Britain I) tenn apnea ata 751,474 718,431 

Wire, copper: 
VOCE | duvte,piatint tarda pale keke ene GReeee et iad spots $1,293,638 $166,390 
‘United *Statesint.'a./.)< sae came lee vee ©6885 1,550 33,935 
Germany 5.5. ccepeueng Suttons ere leek ae alte 285,042 84,064 
Great Britain Geanneccts ate terete teem ietee «ave 65,115 


25,082 
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~ American Association News 


Section Activity Begins in Newark—The Meeting of the National Joint Committee on Electrolysis Is Held— 
College Men Are Planning to Get Together—The Manufacturers’ Association Is Growing 


. PUBLIC SERVICE SECTION MEETING 


The first meeting of the A. E. R. A. section of the 
Public Service Railway for the season was held at 
Newark on Sept. 17 with a very large attendance, in- 
cluding a considerable delegation from the Brooklyn 
Rapid Transit Company. A paper was presented by 
H. D. Briggs, assistant claim agent, on “Reducing Acci- 
dents.” After calling attention to the large aggregate 
sum spent as a direct result of accidents by a com- 
pany the size of the Public Service Railway, he empha- 
sized the point by stating the annual cost of these acci- 
dents in terms of fares, interest on the company’s 
capital, etc. He then pointed out that while there are 
certain necessary operating expenses which cannot be 
reduced much this is not true with regard to the acci- 
dent account. Mr. Briggs urged persistence in safety 
campaigns, stating that, while many of these are effec- 
tive, the interest dies out after a time and they lose their 
force. 

One of the most interesting parts of his paper 
dealt with the standardization of parts of car equip- 
ment affecting public safety, such as steps, grab handles, 
doors, etc. He showed that many accidents are due to 
surprises to passengers in these lines. He also de- 
scribed the work of the Public Service Railway safety 

committee, which is composed of the general claim 
agent, the assistant general manager, the general super- 
intendent, the mechanical engineer and the engineer of 
maintenance of way. Statistical reports of accidents and 
their causes have proved to be very useful to this com- 
mittee. 

Mr. Briggs was followed by W. G. Gove, superin- 
tendent of equipment Brooklyn Rapid Transit Company, 
who described in detail the Brooklyn center-entrance 
car. Mr. Gove explained the conditions which led up 
to the design of this car and gave an outline of the 
organization of the advisory council through which the 
pr: sident of the company keeps in touch with the re- 
quirements of the several departments. This organi- 
zation, the center-entrance car and the safety move- 
ment are all closely related. The objects in view in the 
design of the new car were reduction of weight, large 
seating capacity and maximum possible length. By 
pushing all of these factors to the limit it was found 
possible to design a car which reduced the weight per 
seated passenger by nearly 40 per cent. At the same 
time the accidents, especially boarding and alighting, 
have been materially reduced. The design of the pres- 
ent car, of which 101 were constructed, began with 
studies made in 1910 and incorporates the ideas col- 
lected by the engineer of car equipment during an ex- 
tensive tour made in 1912. While the construction of 
the car is familiar to readers of the ELECTRIC RAILWAY 
JOURNAL it may be interesting to note that the steel 
frame, which is riveted together, was built by an out- 
side contractor but the rest of the work was done in 
the company’s shops. The large seating capacity is not 
only obtained by means ‘of large size but every possible 
nook and corner is utilized for seats. 

In the discussion of Mr. Briggs’ paper represénta- 
tives of different departments of the company con- 
tributed valuable suggestions. W. B. Graham, of the 
Essex division, explained the results which had been 
secured by enforcing rigid discipline, rear-end collisions 
having been largely eliminated. One of the main diffi- 
culties in operating a railway is the violation of. minor 


rules, and such violations must be promptly reported if 
discipline is to be maintained. 

EK. A. Palmer, central division, stated that the cost of 
accidents goes much further than the direct payments to 
injured persons, for equipment must be repaired. The 
Public Service Railway treats its employees so well that 
the company should have the co-operation of every em- 
ployee in keeping down accidents. 

Howard McSherry, attorney of the claim department, 
pointed out how this safety movement is getting down 
to first principles. He made an interesting observation 
as to the variation in degrees of carelessness in differ- 
ent parts of the country, pointing out one or more where 
people seemed to be unusually oblivious to their own 
safety. He aroused some amusement by pointing out 
the effect of present styles of women’s dress on the 
safety movement. 

C. H. Coe, chief instructor, explained how the 
“following up” movement in the instruction of motor- 
men tends to reduce accidents. It is difficult to put 
brains into men, but good discipline with careful fol- 
lowing up will accomplish wonders. 

After the papers and discussion, A. J. Van Brunt, of 
the claims department, exhibited several safety moving- 
picture films which have just been completed. One of 
these was released this week by the Edison company for 
exhibition throughout the country. The name of the 
Public Service Railway appears on the screen announce- 
ments between scenes so that the company will get a 
wide publicity in its safety movement. The new films 
are the result of co-operation between the film manu- 
facturers and the company, by which more economical 
results are possible than by any other plan so far used. 
A series of scenes in “The Life of a Motorman” are of 
particular interest, combining romance, business and 
safety propaganda in a unique manner. After witness- 
ing the considerable number of thrilling accidents 
staged on real track and with real cars and familiar 
scenes the Public Service Railway section has a new 
stimulus to reduce the number of accidents. 


JOINT NATIONAL COMMITTEE ON ELEC- 
TROLYSIS 


A meeting of the joint committee was held at the 
American Electric Railway Association offices on Sept. 
14. The meeting was called by cable from England by 
Chairman Arnold for the purpose of learning early in 
the season of the progress which had been made by the 
sub-committees appointed last spring. The make-up of 
these committees was given in the issue of the ELECTRIC 
RAILWAY JOURNAL for April 4, page 763. The progress 
of the work of the committees was informally discussed 
and another meeting was appointed for Nov. 12. At 
this date it is expected that the general committee will 
elaborate its plans. Those in attendance at the meeting 
were B. J. Arnold, representing American Institute of 
Electrical Engineers, chairman; E. B. Rosa, national 
bureau of standards, secretary; W. J. Broder, Natural 
Gas Association of America; A. S. Richey, Calvert 
Townley, American Electric Railway Association; E. B. 
Katté, American Railway Engineering Association ; 
Philip Torchio, L. L. Elden, National Electric Light 
Association; A. P. Boeri, E. Miller, American Telephone 
& Telegraph Company; A. F. Ganz, J. A. Gould, Ameri- 
can Gas Institute. 


524 


CORNELL A. E. R. A. REUNION 


Cornell University men who expect to attend the At- 
lantic City convention are requested to send their names 
at once to H. H. Norris, ELECTRIC RAILWAY JOURNAL, 
239 West Thirty-ninth Street, New York. A reunion 
similar to that held last year is being planned. Last 
year there were fifty Cornell men on the Pier, and one- 
half of these were able to get together for lunch. There 
was some complaint from the younger men that the 
lunch was unnecessarily expensive and this year ar- 
rangements will be made for a much less costly lunch. 
If men of other colleges want to get together and will 
send their names to Mr. Norris he will be pleased to 
put the men of each institution in touch with each other. 
A considerable number of college teachers are expected 
and it will be a fine chance for a reunion. 


COMMITTEE ON LIFE OF RAILWAY PHYSICAL 
PROPERTY 


The joint committee on the life of railway physical 
property held a meeting at the association headquar- 
ters in New York on Sept. 12. The committee went 
over the draft of the report for the Atlantic City con- 
vention and completed the work. The following were 
present: Robert N. Wallis, Fitchburg, Mass., and 
Martin Schreiber, Newark, N. J., co-chairmen; Edwin 
Gruhl, New York; William H. Forse, Jr., Anderson, 
Ind., and Robert B. Rifenberick, Detroit, Mich. 


MANUFACTURERS’ ASSOCIATION 


The following new members have been secured to the 
Manufacturers’ Association: Seymour Portable Rail 
Grinder, Waltham, Mass.; Lutz-Webster Engineering 
Company, Philadelphia, Pa.; Wasson Engineering & 
Supply Company, Milwaukee, Wis.; Grayson Railway & 
Supply Company, St. Louis, Mo.; Electric Car Waste 
Company, Philadelphia, Pa.; Burdett-Rowntree Manu- 
facturing Company, Chicago, Ill.; Harrison Safety 
Boiler Works, Philadelphia, Pa.; James L. Howard & 
Company, Hartford, Conn.; Hauck Manufacturing 
Company, Brooklyn, N. Y.; Sauvage-Ward Brake Com- 
pany, Inc., New York, N. Y.; American Creosoting 
Company, New York, N. Y. 


Committee on Trade Expansion 


Secretary of Commerce Redfield on Sept. 15 named 
the following men to act with a committee of the Na- 
tional Foreign Trade Council in working out plans to 
expand trade with Latin America: William A. Gaston, 
Boston, banker; Harry A. Wheeler, Chicago, banker; 
Alba B. Johnson, president Baldwin Locomotive Works, 
Philadelphia; Robert Dollar, San Francisco; John Bar- 
rett, director general Pan-American Union; W. D. 
Simmons, St. Louis; Fairfax Harrison, president South- 
ern Railway; Lewis W. Parker, Greenville, S. C.; W. B. 
Campbell, Cincinnati, and Dr. Clarence W. Owens, of 
the Southern Commercial Congress. The committee of 
the National Foreign Trade Council, of which James 
A. Farrell is chairman, has been at work for several 
weeks with the Latin-American Consular delegation in 
New York. The entire committee now will confer with 
the diplomatic corps from South America. 


Some of the material and equipment installed in the 
power plant of the Forest City Railway, the old 3-cent 
line in Cleveland fathered by the late Tom L. Johnson, is 
being used by the Fort Wayne Engineering Company, 
Fort Wayne, Ind., in the buildings which it is construct- 
ing in Fort Wayne for the Fort Wayne Rolling Mills. 
After the settlement in Cleveland the plant of the Forest 
City Railway was sold. 
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Dr. Rosa on Electrolysis 

Dr. E. B. Rosa, chief physicist of the bureau of 
standards, Department of Commerce, Washington, 
D. C., addressed the New England Waterworks Associa- 
tion upon electrolysis at its convention in Boston, Mass., 
on Sept. 10. For about four years the bureau has been 
studying this subject and the results of its researches 
have been published in its technological papers. In his 
paper, Dr. Rosa outlined the investigations already com- 
pleted and pointed out the interest of the bureau in 
seeking to remedy local conditions in conjunction with 
electric railway companies, municipalities, water com- 
panies and other owners of underground metallic struc- 
tures. A résumé of the address follows: 

The effect of electrolysis upon reinforced concrete 
has been investigated by the bureau, the results being 
printed in Technological Paper No. 18, a document of 
136 pages, which contains an extended study of the de- 
struction of the bond between reinforcing bars and con- 
crete by electrical action. Technological Paper No. 25 
deals with the electrolytic corrosion of iron in soils. 
This form of corrosion and self-corrosion, due to chem- 
ical action of soils, are mutually interactive. The 
efficiency of corrosion varies greatly in different soils 
and in different cities, striking differences being noted 
in the bureau’s researches in St. Louis and Philadel- 
phia. Soil resistance varies greatly with temperature, 
and electrolytic action is so much less in cold weather 
that electrolytic surveys should preferably be made 
during the warm season. A range of from 400 to 1800 
ohms per centimeter cube was found between St. Louis 
and Philadelphia- soil resistances. A discussion of the 
methods of making electrolytic investigations will 
shortly be published as Technological Paper No. 26. 

Dr. Rosa said that the surface insulation of pipes 
as a preventive of electrolysis appears to be ineffective 
where the voltage conditions are severe, as the coatings 
tend to become weak in spots and to intensify the cor- 
rosion through localization. The bureau has tested a 
great number of paints, dipping compounds and wrap- 
pings for pipe service, and has reached the conclusion 
that these are of little value in positive areas near 
power stations. The tendency of such materials is to 
absorb moisture, with resultant formation of rust spots, 
gassing and ultimate rupture. Coverings are helpful 
in protecting pipes from self-corrosion where the cur- 
rent is negligible. Technological Paper No. 15 dis- 
cusses surface insulation. Bitumastic enamel has not 
yet been tested by the bureau, but soon will be given a 
trial. Insulating joints in pipes are useful in reducing 
current flow, but where the potential gradient is high 
the joints must be spaced fairly close together. This 
method is economical and mechanically practicable as 
an auxiliary means of protection, and is specially use- 
ful in gas piping. 

Of the two principal methods of electrolysis mitiga- 
tion, carrying the current back to the station by con- 
ductors, or the so-called “track drainage system,” is 
preferable to permitting current to flow into pipes and 
cable sheathing and then tapping from these to the 
station negative bus. The second method is generally 
used, but the bureau considers it complex, expensive 
and not easily maintained. The use of negative cables 
is simpler, more effective and far less expensive than 
is generally supposed. The second, or “pipe drainage 
system,” is one which greatly increases the flow of 
current in pipes and cable sheaths, and often requires 
the use of jumpers around the joints of gas pipes. It is 
difficult to adjust the drainage effect and electrolysis is 
liable to result. The economy secured in power con- 
sumption and the improvement gained in voltage regu- 
lation, with its effects on car speed and car lighting, 
will often yield a fair return on the cost of an insulated 
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return system, in the opinion of the bureau. At St. 
Louis, Mo., the adoption of insulated return feeders in 
place of pipe drainage cut the flow of current in the 
pipes from 844 to 85 amp. The investigation is fully 
described in Technological Paper No. 32. At Springfield, 
Ohio, insulated pressure wires have been installed in 
addition to the insulated negative cables, and the 
American Railways Company has decided to standard- 
ize this practice on its properties as a result, in part 
at least, of the work of the bureau. 


CO-OPERATION BETWEEN BUREAU, COMPANIES AND 
CITIES 


Dr. Rosa set forth the desire of the bureau to be of 
the utmost scientific service in the solution of electrol- 
ysis problems and said that it enters such cases, not 
as an advocate of any interested party but in a thor- 
oughly impartial manner. There is room for much 
broader co-operation between all parties interested. 
At Los Angeles an engineer of the bureau investigated 
the electrolysis situation and secured the consent of the 
various parties to an unbiased. investigation. Two 
electric railways and the water supply interests joined 
in the study instead of going to court as originally 
planned, and a comprehensive solution was developed. 
Dr. Rosa emphasized the importance of making ade- 
quate investigation before passing ordinances bearing 
on the electrolysis situation. In one instance it was 
found that by the installation of a moderate amount of 
negative copper, by the building of one new substation 
and the enlargement of another, the power distribution 
on the system was greatly improved and the territory 


safeguarded effectively against electrolytic troubles. 


Uniform requirements in this field established by law 
are undesirable, but a general law fixing responsibility 
is thoroughly defensible. The records of the bureau 
in these investigations are available to interested par- 
ties even before publication. At first the expense of 
the investigations was mainly borne by the bureau’s 
appropriation from Congress, but as the work has ex- 
panded and the need of a campaign of education has 
become apparent, the larger portion of the cost has 
lately been borne by the water and railway companies. 
It is better to employ engineers to solve local elec- 
trolysis problem than to spend the money upon lawyers 
and experts retained to fix the responsibility for con- 
ditions without a constructive plan for their alleviation 
or rehabilitation. 
DISCUSSION 


Answering inquiries, Dr. Rosa said that a soil con- 
taining chemicals or the installation of pipes in cinder 
beds may result in self-corrosion as harmful as any that 
can be caused by electrolysis. Soluble salts and water 
are the principal factors in reducing soil resistance. 
The bureau favors the grounding of transformer sec- 
ondaries as a safeguard to users of electric light and 
power in case of lightning trouble or a cross between 
the high and low tension windings. No danger from 
electrolysis should be apprehended in the practice of 
grounding secondaries. The bureau is most desirous 
of securing actual measurements of ground resistance, 
not only on transformer pipe and plate grounds, but 
also on lightning conductors. A direct current which 
frequently reverses is less effective in producing elec- 
trolysis than a continuous current. Concrete sur- 
rounding a pipe in earth will not protect it from elec- 


_ trolytic corrosion, but will protect it reasonably well 


against self-corrosion. A considerable current and 
comparatively high potential difference are required to 
produce electrolytic action where metal is imbedded in 
eoncrete. The elevated railways in New York no longer 
use the steel structure as a negative return. 
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Municipal Ownership and Congress 
THE BUREAU OF PUBLIC SERVICE ECONOMICS 
NEw YorRK, Sept. 11, 1914. 
To the Editors: 

Municipal ownership has again assumed national im- 
portance by the reporting to Congress of the bill for 
government purchase and operation of the street rail- 
ways in Washington. The pending congressional elec- 
tion affords an opportunity to public utility represen- 
tatives throughout the country to state their case fully 
and frankly to the men who will constitute the next 
Congress. It is a duty which the public utilities owe 
to themselves as well as to their associates, to take 
advantage of this opportunity. When they are seeking 
votes, candidates for Congress usually are glad to listen 
to their constituents. . The public utilities in each con- 
gressional district from Maine to California and from 
Texas to Minnesota should arrange to present to the 
candidates of both parties, in definite and concise form, 
the facts about municipal ownership in general, the 
Washington situation and the bearing of the latter on 
local conditions. If the facts regarding municipal own- 
ership were known by the representatives of the public 
the numbers of its adherents would wane. Now is a 
good time to get a hearing from the members of the next 
Congress. Public utilities should make the most of the 
opportunity. WILLIAM D. Kerr, Director. 


Valuation of Kansas City Light Company 


In a case before the Public Service Commission of 
Missouri an interesting report was recently presented 
by P. J. Kealy, special representative in charge of ap- 
praisal, for the valuation of the Kansas City Electric 
Light Company and subsidiaries as of Feb. 1, 1914. 
The report is based upon an investigation of the cost 
of reproducing all the physical property actually in use 
on Feb. 1, 1914, and its depreciated value; of the invest- 
ment and plant account, the gross and net return 
thereon; actual investment in superseded property and 
credits to plant account because of supersession, and 
of the complete history of the corporate, financial and 
physical development of the companies. Two bases of 
valuation were used: the cost of reproduction and the 
actual investment and net earnings thereon. In de- 
termining the first, the report places the cost to repro- 
duce the physical property at $7,265,272, the cost of 
attaching business at $1,056,738, and the plant devel- 
opment expenses at $525,913, or a total of $8,847,922. 

‘In determining the investment in the property the 
appraisers ascertained the actual investment year 
by year and added to or deducted therefrom the 
sum representing the surplus above or deficit below 
a fixed return made on this investment by the net re- 
turns from operations after payment of all ordinary 
expenses, including taxes, renewals and depreciation. 
The cost new of existing property was determined as 
$7,471,130 and the accrued loss thereon $1,851,491, or 
a total of $9,322,621. The return used in computing 
the above was 8 per cent. Taking into consideration 
the two valuations stated, the appraisers determined 
the fair market value of the Kansas City Electric Light 
Company and its subsidiaries as $9,000,000, exclusive 
of franchise value. It is stated that the franchise of 
the company is of great value, but necessarily conjec- 
tural, because the future rates to be paid have not 
been fixed and the value cannot be correctly estimated 
as in the case where an electric railway franchise 


authorizes the collection of a fixed fare. 
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Equipment and Its Maintenance 


Short Descriptions of Labor, Mechanical and Electrical 
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Practices in Every Department of Electric Railroading 


(Contributions from the Men in the Field Are Solicited and Will be Paid for at Special Rates.) 


Centers—Fastenings, Renewability, 
Shape and Groove 


BY R. P. WILLIAMS, INSPECTOR OF SPECIAL WORK BROOKLYN 
RAPID TRANSIT SYSTEM 


In Brooklyn we have in use eight babbitted fastenings. 
Fig. 1 shows the horizontal key applied to a 90-deg. 
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FIG. 1—HORIZONTAL KEY APPLIED TO A 90-DEG. BABBITTED 
CROSSING 


crossing. This fastening is very effective when applied 
to the Harveyized steel center, as then it does not have 
to overcome the effect of cold rolling. When manganese 
is used the condition under which the force of the keys is 


SECTION A-A. 


SECTION B-B OF 
PLATE SHOWING 
KEYS 
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FIG. 3—VERTICAL KEY IN A 90-DEG. CROSSING 


directed down and inward tends to bow the center, pull- 
ing the ends away from and loosening up the keys. 

Fig. 2 shows the same style of key employed with the 
long narrow center in 90-deg. crossings. This is the 


fastening used in the crossing previously mentioned by 
the writer to illustrate the difference between hard and 
soft centers under traffic, and proves again that this 
fastening is not good for hard and soft steel. The 
other objections to this style of fastening are, first, the 
danger of breaking the retaining lug B, as shown in the 
sectional viéw of Fig. 1, and, second the great amount 
of babbitt chipping required to remove the center when 
it is used in branch-off frogs. The center is reversed in 
the latter case, the longer sides being used to key and 
generally having four keys to a side. Fig. 3 shows the 
vertical key. The remarks on Fig. 2 also apply to this 
center, except that it is easier to remove in branch-off 
frogs because of less chipping. 
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SECTION AA 


FIG. 2—-HORIZONTAL KEY APPLIED TO LONG, NARROW CEN- 
TER OF 90-DEG. CROSSING 


Turning now to the bolted fastenings and referring to 
the diagram at the bottom and side of Fig. 4, we will 
note particularly the action of cold rolling, as shown in 
full lines. Although all-manganese, the construction 
shown in Fig. 4 seldom loosens, while the fastenings of 
Fig. 5 rarely remain tight. The loosening action in 
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FIGS. 4 AND 5—TYPES OF BOLTED FASTENINGS 


Fig. 5 always begins with the two center bolts, which 
fact proves the necessity of equal downward pressure to 
resist cold rolling. For nearly three years we have been 
replacing the bolts of Fig. 5, in case of break, with open- 
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hearth steel. None of the new bolts have loosened up. 
In renewals of both of these types and in 25 per cent of 
the repairs the pavement must be removed. 

Fig. 6 shows a type of center with bolts in compres- 
sion. This type of fastening is effective in branch-off 
frogs or long centers, but great difficulty is experienced 
in 90-deg. crossings as they loosen very easily under the 
effect of cold rolling. 

Fig. 7 shows the pendant lug. This is the most 
effective fastening now on the market to resist cold roll- 
ing, since, from its nature, it must become tight as the 


FIG. 6.—TYPE OF CENTER WITH BOLTS IN COMPRESSION 


‘metal flows on the wearing surface. Its only fault is 
the difficulty, if not impossibility, of renewing the cen- 
ter without removing the piece. Fig. 8 shows a bolted 
center (patent applied for) which we are giving a thor- 
ough test, especially in 90-deg. crossings. The aim in 
this case has been to develop a center from which all of 
the objectionable features previously mentioned have 
been removed and all the good qualities retained. Time 
and car wheels will show if we have attained this end. 
So far the results are very good. 

As to renewability: If you are the manufacturer of 
special work and can offer the consumer, under guaran- 
tee, “a center which will stay tight 
until it has reached a condition where 
repairs are made necessary, by a rea- 
sonable amount of traffic, at which 
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fastening must be considered in determining its shape. 
Where steel, in which cold rolling takes place, is used, 
the fastening must be such as to give an equal down- 
ward pressure. This end cannot be attained in the long, 
narrow center so much used in 90-deg. crossings. As a 
result, instead of securing any benefit from the miter 
effect at the connecting edges of the insert and the 
abutting rail, the opposite is the case because when 
cold rolling raises the insert in the middle or loosens it, 
an unequal wear is set up between the hard and soft 
metals. The results are the breaking out of the rail 
ends which abut the hard center and the destruction of 
the crossing. 

Groove width and depth have received too little at- 
tention from the user and the maker. No rigid rules can 
be laid down as to depth, but the tapers in floor levels and 
approaches could be uniform. In 90-deg. crossings, 
for instance, if °<-in. is given for floor level, the only 
portion of the groove floor left at that level should be 
the square of the narrowest part of the groove. The 
taper should end so as to deliver the wheel to the cen- 
ter, not to the abutting rail, while the portion remain- 
ing could be ground to the practical depth required in 
the field. The width of groove in all centers should be as 
small in the narrowest or crossing portion as the wheel 
flange will permit without binding or lifting the wheels. 

It may be added that we are now trying treated cen- 
ters and bolts of the “Mayari” type in three installa- 
tions, one branch-off and two crossings. 

If this matter of detail were drawn as fine as possible 
the results would more than justify the necessity for 
extra care. 


The Return Circuit—Bonding Precautions 


BY HOWARD H. GEORGE, ASSISTANT ENGINEER MAINTEN- 
ANCE OF WAY, PUBLIC SERVICE RAILWAY, NEWARK, N. J. 


Many faulty bond installations have been made, and 
the value of the bond as a conductor has been greatly 
impaired, due either to ignorance or to lack of attention 
to details on the part of the bonder. To reduce this 
trouble the following code of instructions, issued on one 
railway to aid those in charge of rail bonding, may 
prove of value to others. 


time it may be removed without dis- 
turbing pavement, in a quick, safe 
and economical manner,” you may 
safely count on receiving the order, 
for the only guarantee of getting the 
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ture is not used? 
Grind the cen- 
tere welt this 
is done the center, instead of increasing the life of the 
special work will diminish it. The late test of manga- 
nese in Chicago would have shown different results had 
a renewable center been used because a larger percent- 
age of good inserts of manganese can be made than of 
large castings. Unless the intersection in manganese 
can be maintained the loss is proportionately greater 
than the same failures in ordinary insert work. 

_ The material used in the center and the manner of 
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FIG. 8—-NEW FORM OF BOLTED CENTER NOW ON TRIAL 


1. Every roadmaster and foreman should see that 
one or more men in each gang are taught the proper — 
way of installing bonds, and should be sure that any 
bonding done thereafter is performed by these men. 

2. When renewing rail or joint plates on single 
track in operation, care should be taken not to open or 
disconnect both rails at the same time, as this would 
open the return circuit by which the current returns 
from the cars to the power house. When it is absolutely 
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necessary to open both rails, a long copper jumper 
should be installed.to connect the open ends so that the 
path of the return circuit shall not be interrupted. This 
applies more particularly to road ends and interurban 
lines. 

3. Whenever any track is opened up and any ground 
wires for electric lights, lightning arrestors, or other 
electrical apparatus which should be connected to the 
rail, are found disconnected, they should be reported at 
once to the bond inspector or distribution department, 
so that they may be repaired before the track is closed 
up. This is very important and should receive careful 
attention. 

4. No bond holes should be drilled until just before 
the bonds are ready to be put in. There are, of course, 
times when it is desirous to have the holes drilled before 
the rail is placed on the ties. When this occurs, it is 
necessary to place a tight-fitting plug in the hole as soon 
as it is drilled to avoid any possible introduction of 
moisture. To drill a hole a day or two before and not 
protect it from moisture means a film of rust in the 
hole, which will greatly increase the resistance of the 
joint. (An accompanying cut shows the machine used 
by the Public Service Railway for drilling bond holes.) 

5. Old bonds should never be used again because they 
become battered up in driving them out. Then, when 
they are put in again they will not make good contact 


RETURN CIRCUITS—MACHINE USED FOR DRILLING BOND 
HOLES 


with the rail, which means a poor bond. Where a bond 
is removed from the rail it is not advisable to use the 
same hole in putting in a new bond, unless some pre- 
cautionary methods are used. The proper way is to 
drill a new hole, but as this is not allowable in some 
types of rails ream out the old hole and use a bond with 
a special large-sized terminal. 

6. Great care should be taken with the drills used in 
making bond holes. If an improperly ground drill is 
used the hole will be irregular and oval shaped, thus 
giving a poor contact between the terminal and the rail. 
All dull and broken drills should be carefully boxed, 
labeled and sent to the shop to be reground, where the 
company has installed a special machine for the purpose 
to do the work perfectly and at much less expense than 
could possibly be done by hand. 

7. In drilling bond holes never use oil to lubricate the 
drills. It is better not to use anything, but where it is 
absolutely necessary to use a lubricant, nothing more 
than a soda solution should be employed. 

8. Holes, after being drilled, should be carefully 
cleaned of any chips, and wiped dry of any solution that 
may have been used to lubricate the drills. The holes 
must have a smooth and dry surface so that the bond 
terminal will make a good contact all around. 

9. With a proper-sized hole, the bond terminal will 


[VoLCeKiv, sNoOnt2 


make a very snug fit, not small enough to have to be/ 
driven with a heavy maul nor large enough to be put 
in easily with the hands. It should require a couple of 
taps with a hammer weighing about 3 lb. With a heavy 
hammer or spike maul, the head of the bond terminal 
is very liable to be battered, and the taper punch struck 
on the slant, causing it to split and bend the terminal. 

10. After the bond terminals are in position, always 
drive the long steel taper punch entirely through the 
terminal, taking care to strike the punch squarely on the 
head. The small end of this punch should be dipped in 
some kind of heavy grease, such as track grease, just 
before it is driven through each terminal. The grease 
will lubricate the sides of the punch, thereby expanding 
the terminals and not drawing the copper with the 
punch. 

11. Drive into each of the expanded terminals one 
of the short drift pins, thus expanding the copper a 
little more. This pin should be driven in until it is 
just flush with the head of the bond terminal. 

12. The bond should then be shaped by straightening 
out the bond conductors, and forming them so that they 
will not be cut by either the track bolts or the splice 
bars. If it is a 36-in. bond, it should be so shaped that 
it will in no way interfere with the removal of the splice 
bars. 

13. The bond, and particularly the bond terminals on 
both sides of the rail, are to be painted with some 
good weatherproof paint, care being taken to see that 
the paint fills the space back of the terminal heads. 


Overhead Problems—Catenary Construc- 
tion—III 


BY CHARLES RUFUS HARTE, CONSTRUCTION ENGINEER 
CONNECTICUT COMPANY 


The different viewpoints of American and foreign 
engineers are again seen in the treatment of contact 
wire alignment; abroad the line is zigzagged from side 
to side, usually about 1 ft. each way, to distribute the 
wear over the top of the shoe; here, the line is almost 
always centered, as it is found that the natural side 
sway of the pantograph is ample to give all necessary 
side travel. Indeed even with center location it is es- 
sential that track and overhead departments maintain 
close co-operation lest a change in superelevation with- 
out a corresponding line shift results in the shoe being 
thrown entirely clear of the contact wire because of 
unavoidable side play. 

The fear of fouling has been more in the hearts of 
our own designers than abroad. At turnouts the diverg- 
ing wire is by all lifted above the level of that of the 
main line, but for pantograph operation early American 
catenaries used a gridiron of wires to fill in the space 
between to a point where the end of the shoe could by 
no chance go over the branch wire. Later designs fol- 
low the foreign practice of merely raising the branch 
wire, which, however, is rigidly held to that elevation 
throughout the fouling space by special double hangers. 

Curve dressing is complicated, particularly on flex- 
ible, simple catenary. To prevent tipping there must 
be two attachments; if made to the hanger rod the 
friction on the messenger absorbs much of the flexi- 
bility; if one attachment is made to the hanger rod or 
contact wire and the other to the messenger the pull- 
together effect of paired strands is equally undesirable. 
The best solution is the use of a spreader which keeps 
the two parts parallel for at least 6 ft. or 8 ft. from the 
catenary, beyond which they come together in a com- 
mon pull-off. On rigid hanger lines this is unneces- 
sary and the strands are attached to the messenger and 


to the bottom of the hanger rod or to an attach- 
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ment to the contact wire which, for pantograph work, is 
sufficiently offset to prevent fouling. Sharp curves 
with several pulls per span employ either a bridle 
between supports to .which the pulls are run 
radially, or else the pulls are run to the supports in 
fans; light curves either use the bridle or fan meth- 
ods, or on heavy construction use a special pull-off 
pole. On light work flat curves offer so little side 
pull that the weight of the strands and insulator 
causes heavy sag; in one instance this was partly obvi- 
ated by using a light single strand, which a short dis- 
tance from the catenary was divided into two groups 
or three wires each, the seventh being served on to 
prevent further unlaying. One group of three wires 
was then taken to the messenger, the other to the trol- 
ley while the insulator was cut in at the bridle. It is, 
however, always desirable to have the like portion of 
pulls and the like as short as possible. 

Foreign lines and a few American employ the rigid. 
steady brace attached to the main support, and rarely 
to a pole specially set for it. The elimination of special 
pull-off poles is secured, and the disadvantage of the 
line loading by the steady brace is obviated by extend- 
ing the bracket to form a hook to which a pull-off strand 
is attached. In case the pole is on the outside of the 
curve the attachment is made directly to it. 


Note bent end bracket for pull-over. 


CATENARY CONSTRUCTION—BRACKET SUPPORT, SARATOGA- | 


BALLSTON SPA LINE, SHOWING DOUBLE-TRACK 
CENTER-POLE CONSTRUCTION 


The use of cross-bents on the Harlem Branch elec- | 
trification of the New Haven permitted the use of a] 
bridle tied to these bents, pulling them partly to the | 


desired offset from the chord of the messenger, a fur- 
ther shift of the insulators on.the cross-bents bringing 
the contact wire over the track center. The most ad- 
mirable device, however, is the Murray curve hanger, 
the head of which firmly grips the messenger holding 
the shank at an angle of approximately 45 deg. from 
the vertical while the lower end is a duplex clip, which 
is vertical. The lengths are such that the clips are true 
to line, making the chords but 10 ft., while the inclined 
shank permits the contact wire to yield to the pressure 
of the shoe against the torsion of the messenger and the 
pull of the contact wire. In connection with shortened 
support spacing to keep the hanger lengths within rea- 
sonable limits this scheme, employed on the recent 
New Haven work and to be used on the Pennsylvania, 
gives an almost perfectly true alignment. 
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Figures of cost, particularly of the heavier installa- 
tions, do not abound. W. J. Wilgus has stated “on good 
authority” that the first New Haven electrification cost 
in excess of $50,000 per four-track mile. Whatever the 
cost, it could be duplicated at materially less, as much 
of the material had to be specially developed; for ex- 
ample, W. S. Murray mentions (Transactions Amer- 
ican Institute of Electrical Engineers, Vol. XXX, page 
1424) that strain insulators originally cost $61 each 
against $7 two or three years later for a device much 


Compare this result with that shown in the view of the Murray 
curve hangers in preceding article 


CATENARY CONSTRUCTION—-CURVE DRESSING, SHOWING 
PULL-OVER ON THE PIONEER NEW HAVEN 
INSTALLATION 


better both mechanically and electrically. Figures for 
the latest work on this road have not been made public, 
but it is a safe guess that there has been a reduction 
of at least 30 per cent in the cost, and probably nearer 
50 per cent. The entirely different labor and material 
conditions abroad demand extensive corrections to make 
the costs of foreign installations comparable to Ameri- 
can work. The Siemens-Schuckert installation on the 
Seebach-Wettingen experimental line, with wood-pole 
support, is said to have cost $4,000 per single-track 


CATENARY CONSTRUCTION—FORM OF CURVE DRESSING, 
SHOWING PULL-OVER WITH SPREADER TO 
PREVENT PINCHING 


mile; the Hamburg-Altona, with steel bridges, is cred- 
ited with $5,400 for the same unit; while the Rotter- 
dam-Hague-Scheveningen, with steel bridges and mes- 
sengers broken at each span, is reported as costing 
$5,900. 

Of the lighter types the Archbold-Brady construc- 
tion on the Syracuse, Lake Shore & Northern cost 
$4,100 per double-track mile as against $3,325 for the 
standard wood-pole simple suspension, on which latter, 
however, the poles were on unusually short spacings. 
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On the Rochester, Syracuse & Eastern the 500,000 circ.- 
mil copper feeder cables were made to do duty as mes- 
sengers as well, reducing the cost to $3,425, or but $100 
more per double-track mile than for the customary 
forms of wooden pole construction. 


f 


ELECTRIC RAILWAY JOURNAL 


[Vou. XLIV, No. 12 


else are the conditions under which the work was done; 
the electrification of a line carrying traffic will take 
from two to four times as long, with corresponding 
higher cost, than if operation has not begun. 

While experience has cleared up many until recently 


CATENARY CONSTRUCTION—BRACKET SUPPORT BLANKANESE-HAMBURG-OHLSDORF DOUBLE-TRACK SIDE BRACKET CON- 
STRUCTION. NOTE THAT ONE MESSENGER IS CUT AT EACH SUPPORT WHILE THE OTHER IS CONTINUOUS 
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CATENARY CONSTRUCTION—LIGHT BRIDGE ROTTERDAM-HAGUE LINE, SHOWING STEADY BRACES IN FOREGROUND, 
AND CURVED END BRACKETS FOR PULLING TO LINE IN BACKGROUND 


In considering the costs of installations it is of the 
utmost importance that all the facts be known. Differ- 
ences in labor and material costs have very appreciable 
influence upon the final figures, but more than anything 


doubtful points there remain as yet unanswered two 
of particular importance in the case of heavy installa- 
tions: ; 

_‘What will occur when a serious track wreck involves 
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the overhead?” That the troubles once feared from 
stray current are largely imaginary has been at least 


partially proved by wrecks on both third-rail and over- 


head systems; whether if on the latter one or more 
bridges are wrecked the catenary will constitute an 
added mechanical hazard is not yet clear, but the little 
evidence available indicates the probability that with 
one bridge partially wrecked the overhead will not 
seriously foul the unaffected tracks, and that such foul- 
ing as occurs can be readily cleared, while the prob- 


‘ability of serious injury to move more than one bridge 


now seems quite remote. 

The other question is: “What will be the effect of 
corrosion and other elements of depreciation?” While 
an authoritative answer as yet cannot be made as to 
the physical facts, it can be said that the roads that 
can finance a heavy electrification can and will give the 
installation such care in maintenance as to insure per- 
fect safety of operation. 


New Haven Construction Notes—Installing, 
Hangers or Clipping-In 
BY A FORMER INSPECTOR 


The installation of hangers, called “clipping-in” by 
the erecting forces of the New York, New Haven & 
Hartford Railroad, was carried out on the main line 
with a work train composed of tower cars and tool cars. 
The trolley wires were hung to the %%-in. steel messen- 
ger with temporary hangers so that the wires would be 
in their approximate position and so that the %-in. 
steel messenger would have its approximate load when 
raised. | . . 

The raising was accomplished by ‘“Crosbying” to the 
7-in. steel catenary cable a strap which had an eye 
for the attachment of a number of turnbuckles in 
series. These turnbuckles were either opened or closed 
all the way according to whether the %-in. steel mes- 
senger was to be let out or taken in. A section of the 
construction train was sent ahead for this purpose so 
that the men on the clipping-in section lost very little 
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hangers. The inspector or foreman who measured the 
spacing for the hangers used a tape which extended 
from bent to bent, the hanger location being marked by 
him on the %-in. steel mes- 
senger. The clips which 
joined the steel trolley or 
contact wire to the copper 
conductor were installed 
half way between the 
hangers. It may be added 
that the hangers came in 
standard sets and each 
was numbered according 
to the position where it 
was to be placed. One of 
the views shows one of the 
small tower cars in use 
for the installation of sec- 
tion insulators. 

All of the work herein- 
before described was car- 
ried out under EH. R. Gor- 
man general foreman of the construction forces. Mr. 
Gorman had one of the best body of linemen with whom 


SMALL TOWER CAR FOR 
SECTION INSULATORS 


. the writer was ever associated. 


Reverser Handle Used as Key to Hand- 


Throw Signal Boxes 


The Rhode Island Company, Providence, R. I., has 
developed a device which prevents the public from 
tampering with the hand-thrown signals used on its 
single-track city lines and which also forces the motor- 
man to use his reverser to operate the signal, so that 
power cannot be applied when he-is off the car. To 
make this possible, the company replaced the old knife 
switches in the signal boxes with snap switches. The 
ordinary rubber buttons were removed from these 
switches and a round piece of metal having a square 
hole in one end was substituted therefor. The switch 
is so mounted that the square hole is a fraction of an 


‘TOP OF TOWER CAR WITH MEN CUTTING-IN TROLLEY 
: SLEEVES 


time. The advance section was also provided with a 
dynamometer to pull the trolley wire to the proper ten- 
sion. The hangers and intermediate clips were in- 
stalled from the top of the tower cars which extended 
from one I-beam bent to the next. The hanger spacing 
was 10 ft. and the bent spacing 150 ft., plus or minus. 

Fifteen men were employed on the tower cars from 
which the hangers and intermediate clips were in- 
stalled, while two men were used to distribute the 


CLIPPING-IN TRAIN WITH ONE TOWER CAR UP WITH TEM- 
PORARILY-CLIPPED LINE AND COMPLETED LINE 


inch above an opening in the bottom of the box. 
Through this hole the motorman can insert his reverser, 
the end of which has been squared for use as a key. 
A twist of the wrist will throw the switch and operate 
the lights. While the motormen had always been 
ordered to remove the reverse handle on leaving the 
car, the new way is even more efficient as it makes 
unauthorized manipulation of both car and signal im- 
possible. 
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Fifty Quadruple Traction Equipments for 
Providence Railways 


Recently the Rhode Island Company, Providence, 
R. L, contracted with the General Electric Company for 
200 type GH-200 motors, or fifty quadruple motor equip- 
ments, air-brake equipments and accessories to be in- 
stalled on new, double-track cars which will be built for 
that company. The selection of this type of equipment 
was determined after a series of long-continued service 
tests of motors suitable for the operating conditions, 
made on the Broad Street line by the railway company. 

The type GE-200 railway motor belongs to the line 
of newly designed standard motors of the General Elec- 
tric Company. Under the A. I. E. E. standard, this 
motor has an hourly rating of 40 hp at 600 volts and 
33 hp at 500 volts, but has a much greater service capa- 
city than other designs of motors with the same hourly 
rating both for city and interurban service on account 
of its positive system of self-ventilation. The motors 
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41,700 lb. They will run on 33-in. wheels and have a |! 


total seating capacity for forty-four passengers. 


Raising Track under Two-Minute 
Headway 


During the present summer the United Railways & 
Electric Company, Baltimore, Md., found it necessary 
to raise an existing track 7 in. along one of the prin- 
cipal trunk lines. Traffic conditions would not permit 
detouring cars, or even operating over a single line. Con- 
sequently the roadway department was forced to elevate 
the tracks, and at the same time not interrupt a two- 
minute headway street railway service over it. To 
accomplish this quickly and at the same time prepare a 
permanent foundation for the track, the pavement sur- 
face was removed and the track elevated to its per- 
manent surface on crushed stone ballast. 

After the track had been thoroughly tamped in posi- 
tion, all of which work was done between cars; the voids 


BALTIMORE TRACK ELEVATED TO PERMANENT SURFACE, AND CONCRETE MIXER IN OPERATION 


to be installed on these cars will be GE-200, Form E, 
of the box-frame type. They will be fully ventilated, 
are provided with commutating poles, and will be fitted 
with sixty-six-tooth, solid carbon steel gears and fif- 
teen-tooth pinions. 

The controllers to be installed on the cars will be 
double end type K-35-S-2, which are of the standard 
platform type manufactured by the company. Straight 
air-brake equipments will be employed with type CP- 
27 compressors. This compressor has a piston dis- 
placement of 15 cu. ft. of free air per minute when 
operating at 600 volts against a reservoir pressure of 
90 lb. per square inch. 

The service conditions on the Providence street rail- 
ways will be indicated by characteristic runs taken on 
two lines, calculated on a basis of actual operation. On 
one line a representative average run may be taken at 
8.6 m.p.h. with 8.2 effective stops per mile. The aver- 
age duration of the stops is nine seconds and the aver- 
age load for this run is thirty-six passengers. On an- 
other line a representative average run may be taken 
at 9.8 m.p.h. with 5.5 effective stops per mile. The 
average duration of the stops is ten seconds and the 
average load for this trip is thirty passengers. Com- 
pletely equipped the new cars will weigh approximately 


in the stone were filled with grout. At first the grout 
mixing and placing was done by hand, which required 
twenty-one men. Later this method was supplanted by 
a gasoline-driven, continuous concrete mixer of the Col- 
trin No. 9 type, which permitted a reduction of the 
gang to eight men. 

Even during the grouting it was necessary to maintain 
car service over the track. In order to make the opera- 
tion of the mixer continuous, a two-section, swivel spout 
was adopted. The grout in the two-section spout was 
deposited between the rails until a car approached, 
whereupon the outer section was removed and the inner 
section, or that connected to the mixer, deposited the 
grout in the space between the outer rail and the ties. 


In response to a query by a subscriber about London 
car construction, W. A. Agnew, mechanical engineer 
London (England) Electric Railway, advises that the 
“Sanit” composition flooring described on page 198 of 
the Aug. 1 issue of the ELECTRIC RAILWAY JOURNAL is 
secured to the 3/16-in. flat steel plate in some cases 
by cup washers riveted at intervals on the surface, and 
in other cases by strips of thin steel riveted to the 
floor and bent so as to anchor the material securely, 
thts; tine 4 
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Comparative Tests of Treated and Un- 
treated Rails 


The fact that so large a company as the Brooklyn 
Rapid Transit Company has specified titanium for its 
1914 rail work is another evidence of the popularity of 
the treatment originated by the Titanium Alloy Manu- 
facturing Company, Niagara Falls, N. Y. A great many 
tests of these rails have been made in the past but that 
hereinafter described is of special interest, particularly 
as the total discard at the shear and 
hot saw from each of the twenty- 
four ingots tested was only 9 per 
cent of the steel made, whereas a dis- 
card of 30 per cent was recently 
necessitated by two mills in order to 
meet a heavy demand by a large 
Eastern railroad for steel, which 
embodied specifications set by the 
railroad. 

In view of a statement recently 
made by Mr. Wickhorst, the rail ex- 
pert of the American Railway Asso- 
ciation, that 50 per cent of the rail failures are due to 
segregation, these tests are noteworthy in showing the 
small variation of carbon in titanium-treated as com- 
pared with standard rails. Reproduced herewith are 
six out of twenty-four sulphur prints of standard and 
treated rail cross-sections taken from tests in which 
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DIFFERENCES IN CARBON ANALYSES OF OPEN-HEARTH 
UNTREATED RAILS 
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DIFFERENCES IN CARBON ANALYSES IN TITANIUM-TREATED 
RAILS 


three of each kind of rails were tested at a Canadian 
mill and nine at a mill in the United States. The 
samples in each case were taken from consecutive heats 
of “A” rails, the sections from which they were made 
having been cut just below the discard of 9 per cent 
in each case. The dotted circles on the prints show 


- the locations of the carbon analyses, of which the results 


are shown by arrows leading from the circles. The 
difference between the two results from each rail is 
given and also the percentage by which the carbon 
content of the lower circle exceeds that of the upper 
circle. 

Figures on each print show: 

1. Analysis for carbon at top of web. (Exact loca- 
tion of 5% in. drill hole shown on each print.) 

2. Analysis for carbon near top of head. 

3. Difference between carbon analysis at each of 
these points. 
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4. Percentage such difference bears 
analysis for the point near top of head. 

The general results from these tests show the fol- 
lowing significant comparative data: 

Standard open hearth “A” rails—Maximum variation 
of carbon in any one rail sample, 25.8 per cent; average 
variation of carbon for samples from twelve heats, 
12.6 per cent. 

Titanium treated open hearth “A” rails—Maximum 
variation of carbon in any one rail sample, 7.9 per cent; 
average variation of carbon for samples from twelve 
heats, 2.2 per cent. 


to carbon 


Improved High-Capacity Motor-Operated 


Oil Switches 


Recently the motor-operated type of oil switches 
manufactured by the General Electric Company has un- 
dergone some structural changes to make the circuit 
rupturing parts more accessible for inspection, adjust- 
ment or repair. The cap on the oil vessel, as well as the 
lower oil vessel clamp, has also been changed to allow 
bolting metal straps between the cap and clamp, as 


15,000-voLT 1200-AMP TRIPLE-POLE SINGLE-THROW OIL 
SWITCH; ALSO REMOVABLE OIL POTS AND CONTACT 
RODS OF SWITCH 


shown in the illustration. These straps have added 
great strength to the means for securing the cap in 
position, a valuable feature when the switch is called 
upon to open heavy overloads or short circuits. 

For readily inspecting contacts and oil vessels, 
switches up to and including 3500 volts embody easily 
removable features. These are shown in the illustra- 
tion of a single pole of the switch, with one of the oil 
vessels and movable secondary and fixed contacts re- 
moved. Any such unit can usually be removed and re- 
placed in a short time. The operation of the renewal is 
as follows: Open the switch, remove the unit at the 
top of the contact rod, loosen the clamping nut on the 
cross-head and push the contact rod down into the 
oil vessel; then loosen one swing-bolt nut on the oil 
vessel lower clamp and remove the unit, consisting of 
the oil vessel and the fixed and secondary movable con- 
tacts. 
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Busbar Support with Mechanically- 
Cushioned Clamps 


The General Devices & Fittings Company, Chicago, 
Ill., announces the introduction of a new line of busbar 
supports and porcelain fittings as hereinafter described. 
In developing the design special high-frequency equip- 
ment was used to determine where the porcelain should 
be reinforced at the voltage point and also where it 
should be weakened at the ground point. Further, 
many tests of the use of cement with porcelain led this 
company to adopt mechanically-cushioned clamps for its 
entire line because the dielectric change in porcelain 
due to the use of cement was considered to be a factor 
that causes the ageing and fatigue of porcelain carrying 
conductors with large currents. 

This company’s pyramid type porcelain bus supports 
are designed with small thin corrugations beginning 


Fig. 6 


Wiggs 
TYPES OF BUSBAR SUPPORTS 


at the voltage point and tapering wider and deeper to 
the ground point, primarily to reduce the electrostatic 
field. In view of the dependence placed on porcelain 
it is notable that this product is offered with a safety 
factor of four and a half to twelve, depending upon the 
service voltage impressed on the porcelain part, thus in- 
suring low maintenance and greater security from in- 
terruptions. It is stated that busbar equipments in 
certain plants have shown that they are subject to a 
magnetic pull as high as 455 lb. per lineal foot of bus. 
It is therefore plain that proper bus supports should be 
specified to take care of these situations, since this mag- 
netic pull would be increased tremendously through a 
short-circuit, inductive troubles, etc. . 
Referring to the accompanying cuts: Fig. 1 shows 
a busbar support for 22,000 volts with a guaranteed 
test, all assembled, of 112,000 volts. This support has a 
ceramic factor of 1.29, which is said to be more than 
60 per cent greater than any other support on the mar- 
ket. An original feature is that the support is set on 
an insert designed to be molded into the concrete floor 
of the compartments. All hardware, excepting the in- 
sert itself, is made of hard bronze. This busbar sup- 
port will hold a strain exceeding 1200 lb. per square 
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inch. The cut shows two laminations of %4-in. busbars'! 
with one filler. These supports are designed to hold 
any size or capacity of busbars. 

Fig. 2 shows a standard busbar support equipped for 
holding flat buses on the horizontal and for mounting 
on pipe framing, this support having two U-bolts. Fig. 
3 shows a busbar support for supporting buses in ver- 
tical position and for mounting on pipe framing. This 
pipe frame support has a set screw in the lower clamp 
to prevent the support from turning on the pipe and is 
used where supports like Fig. 2 are too wide for close 
work. 

Fig. 4 shows a busbar support for mounting medium- 
sized busbar equipments in a vertical position with a 
flat base and center bolt clamping arrangement. It can 
be slipped over a bolt which has been imbedded in the 
concrete structure and turned in any position. Fig. 5 
shows a busbar support carrying a round bus of any 
description. It is shown with a skeleton type base for 
mounting on flat surface. Fig. 6 shows a busbar sup- 
port for holding large insulated cables or bare cables 
as the case may be, and is shown with a compartment 
type base. This inclosed base is hollow in the bottom 
and drops over a stud, which may be cemented in the 
compartment floor, and is widely used where height is 
limited. 

All of the foregoing supports can be furnished with 
any of the bottoms or any of the tops, to suit conditions. 
The Fig. 1 support can be furnished either as a double 
support, three-way or four-way support and may be 
arranged to carry buses on vertical, horizontal or spe- 
cial tubular buses, and all supports can be ag to 
any angle simply by unloosening clamps. 


A Gas Process for Cleaning Boilers 


An entirely original method for the effective and 
total removal of scale from boilers is said to be em- 
bodied in the Pyro-Perolin process of the Perolin Com- 
pany, New York and Chicago.. The scale-removing sys- 
tem is described as consisting of an apparatus which 
generates and combines various gases in such propor- 
tions that when they are ignited and the flame is ap- 
plied to the scale, which has been previously treated 
with “Perolin,” the combination completely decomposes 
and disintegrates the scale, leaving the metal absolutely 
bare and free from scale even in all inaccessible parts. 
The combustion causes no danger of injury to the metal 
or tubes themselves. 

After the boilers are cleaned, a liquid protective, heat- 
conducting film is applied to fill the pores of the metat 
and establish a smooth surface over the entire boiler to 
which scale-forming sediments cannot adhere so long 
as this film is maintained.. This film is maintained and 
the boilers kept in this clean condition by a small daily 
feed of ‘‘Perolin’” German boiler metal treatment, in- 
suring full efficiency from the boilers at all times. 

The boilers are cleaned and maintained at a definite 
cost per annum under a contract which includes the 
following provisions: 

To clean any type or size of boiler within one to four 
days, according to the size and condition of the boiler. 

To do no damage to the metal of the boiler or to its 
setting or attachments, subject to the inspection and 
approval of the boiler insurance companies. 

To keep the boiler free from scale indefinitely, as long 
as the boiler metal treatment is used as directed. If the 
treatment does not do this, the company will reclean the 
boiler during the life of the agreement. 

To protect the boiler metal against pitting, corrosion 
and galvanic action, regardless of the kind of water 
used. 

To correct troubles caused by the entrance of oil and 
grease into the boiler. 
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Motor Driven Car Hoist and Wheel- 
Changing Device. 

The motor-driven screw hoist of the Columbia Ma- 
chine Works & Malleable Iron Company, Brooklyn, N. 
Y., has been installed in a large number of electric rail- 
way shops, but its construction details have hitherto not 
been described. As the company, however, has recently 
patented some new features, the accompanying drawing 
and particulars should prove of interest. The car hoist 
is usually built for a longitudinal spacing of 24 ft. be- 
tween the hoisting members, but it has been constructed 
for a spacing of 36 ft. and, in fact, can be made to 
handle city and interurban cars of any length. The 
standard form of drive is through the bevel-gear and 
worm transmission illustrated, and any old-time trac- 
tion motor is of ample capacity for the work. Ordinarily 
a car may be raised at the rate of 1 ft. per minute. The 
worm wheel shafting is inside or outside as the user 
prefers. 

One recent improvement is the support of each 
vertical screw by a bushing to give the screws a good 
bearing and prevent swaying as they go upward. An- 
other change is the attachment of straps to the 12-in. 
I-beams above the lifting screws in order to support 
the wooden cross-beams on which the car body is raised 
and also for the purpose of adding strength to the 
I-beams. 

The new patented car-wheel changing device shown in 
the other drawing is fitted with the same type of worm 
and screw lift as the car hoist except that one instead 
of four screws are required. The platform consists of 
two cross and four longitudinal 8-in. I-beams with 
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by means of any small motor, but in a recent order this 
device was made for hand operation through chain 
and sprocket drive. The latter method, however, re- 
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Position of Car when lowered, 
which travels 4'6" 


MOTOR-DRIVEN WHEEL-CHANGING DEVICE 


-Floor Line 


ff ie 7 
= 
al 
<~-Moror ‘ 
a Lo 
rere 1 
T ey my 
eae : psa) 
ig? pie, 
yi, ee re tli 
ree 
= 
i ti:fe 


ae 


tet 10K cK ut 
vy 1 Oak rai 


f 
‘ 
t dad 
' 
im | ie 


i) 
1 1 vt ty 1 1 vt ‘ 
eee Nt Se SN mr ees St ee ee epee een epee) ews ee Oe 


Ue ay 


eee ya 


SEAS defen 7 ner ae 6 eee een a Re OR © Se 


m ey 


Top of -Beams are flush 
with Floor when lowered, 
and can be raised 50° 


eee 


| 
| 
= 
! 
| 
| 
| 
= 
| 


Al 
mini 
qj 


PLAN AND ELEVATIONS OF MOTOR-DRIVEN SCREW HOIST 


top and bottom stiffening plates. The platform will 
readily carry 2000 lb., a weight far in excess of electric 
railway wheel sets. Long guides are provided at the 
sides to prevent tilting when a car is run on or off the 
wheel-changing track. The standard form of drive is 


quires about five minutes in a case where the motor will 
do the work in one-half the time. The user can readily 
install automatic cutouts if he fears that a careless 
workman would permit a motor-driven screw to over- 
run in either direction. 
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News of Electric Railways 


TOLEDO INJUNCTION GRANTED 


Judge Killits Scores Previous City Administration, Holds 
Three-Cent Fare Confiscatory and Says Use of Police 
to Enforce Three-Cent Fare Would Have Been 
Misuse of Power—Political Trickery Charged 


On Sept. 12 Federal Judge Killits at Toledo, Ohio, held 
that the Schreiber ordinance prescribing a 3-cent fare 
for the Toledo Railways & Light Company is unreason- 
able, unfair and confiscatory; that the ordinance should be 
declared invalid; that free riding, which began on March 
27, should cease at noon on Sept. 15; that the company 
can remove cars from lines on which franchises have ex- 
pired without interference from the city, and that the 
company can store its cars where it pleases. He issued 
an order temporarily restraining the city from enforcing 
the ordinance. The restraining injunction reads as follows: 

“It is accordingly ordered by the court that the city of 
Toledo, its officials, agents, employees and all other parties 
and persons whomsoever, to whom notice hereof is or may 
be given, and each of them, are hereby enjoined and re- 
strained, until the further order of this court, from assert- 
ing, enforcing or attempting to assert or enforce, the rates 
of fare, or any of the terms and provisions of a certain 
ordinance, passed by the Council of Toledo on: Nov. 24, 
1913, as set forth in paragraph eleven of the amended cross 
bill filed herein by the defendant, the Toledo Railways & 
Light Company, by which ordinance it was provided that 
the Toledo Railways & Light Company should not charge 
to exceed the sum of 8 cents for each passenger; and the 
said person and parties, and each of them, are hereby 
further enjoined and restrained, until the further order 
of the court, herein from interfering and attempting to in- 
terfere with the withdrawal by the defendant, the Toledo 
Railways & Light Company, should it attempt to do so, of 
its cars from the streets of the city of Toledo upon which 
its franchises have expired, and the storing of said cars 
by defendant, the Toledo Railways & Light Company, in 
such place as it may deem best. It is ordered that the 
foregoing injunction and restraining order shall go into 
effect at 12 o’clock noon on Sept. 15, 1914.” 

Judge Killits reviewed the previous hearing and called 
attention to a number of defects in the ordinance. He 
also criticised the former city administration for passing 
the ordinance. The decision rendered by him reads in full 
as follows: 

“The first motions in this case for temporary injunctions 
to restrain the operations of the so-called Schreiber 
ordinance were denied because then the city was neither 
attempting to enforce it nor by its terms allowed to en- 
force it except through an order of a competent court 
before which the complainants could charge and prove, 
if possible, that it was confiscatory and consequently 
invalid. The consequence of this opportunity to the com- 
plainants to resist an order of enforcement left this court 
powerless to apply the extraordinary remedy of injunction. 
The court then had jurisdiction of the main case, to which 
the motions were plainly ancillary. 

“It is unnecessary to cover again in full the discussion 
then had of the relative rights of the company on the 
streets without franchise, and the city. It is sufficient 
here to say only that the company might run its cars 
from day to day, until forbidden by the city, at such rate 
as it was able to collect, and that it had the right to 
charge a rate that would pay its operating expenses and 
leave a surplus equal to a fair return upon its real in- 
vestment, and further, at any time the company might dis- 
continue service, take its cars off the streets altogether, 
and remove its tracks. The city, on the other hand, might 
either forbid the company absolutely the use of the streets, 
or, permitting the use, impose therefor reasonable regula- 
tions respecting service and rates of fare. 

“The ordinance in question never having been accepted 
by the company, the initiative for enforcing it was upon 
the city, and that fact was recognized by its author in 
the provision directing the city solicitor to go into court 


for an order on the company to observe it. It is not an 
ordinance which the city can enforce through its police 
power. 

“Conditions have changed radically, however, since last 
March. During the intervening months the city’s execu- 
tive, neglecting the direct and only proper method of en- 
forcement which the ordinance itself provided, but which 
involved a decision of the contention loudly urged by the 
company that it was oppressive and unreasonable, at- 
tempted indirectly its enforcement through an encourage- 
ment of reliance upon its terms by individuals. 

“The uncontradicted evidence in this hearing shows that, 
taking the indefensible position that the measure was self- 
enforcing, the officers of the city assumed an attitude of 
sustaining private judgment, even to the extent of sug- 
gesting that the power of the city would be employed to 
assist any individual who attempted to enforce his opinion 
of his rights under it. This was a wholly indefensible 
position. To have placed a policeman at the call of any 
individual, to enforce his judgment that he should ride 
at 8 cents, would have been as flagrant an abuse of power 
as to have given the same individual police aid to enforce 
any other private right which he assumed to have without 
any other adjudication than his own consideration. 

“By the ordinance itself, the company was given the 
right to question its obligations thereunder in a duly con- 
stituted general forum for the adjudication of responsibili- 
ties, and was not obliged to submit to the view of any 
person who chose to board its cars. The effect of the 
city’s attitude, however, was practically an enforcement, 
and the company was faced with the alternatives of sub- 
mitting without a test or of suffering innumerable annoy- 
ances and suits in the nature of damages, and, in all 
probability, violence. It is to deal with precisely these 
situations that courts of equity are open to suitors of any 
class, and this corporation, as is the case with any in- 
dividual person, is under the protection of the guaranties 
of the federal constitution. 

“We hold, therefore, that the court may now, as we 
could not before, inquire into the charge that the ordinance 
is confiscatory in its effect, and, if we find the facts clearly 
sustaining the charge, we may apply the extraordinary 
remedy of injunction. 

“This ordinance, as in the case of any other legislation, 
is favored by every presumption. It is presumed that the 
public agencies concerned in its production acted intelli- 
gently, honestly and providently, and that its terms are 
reasonable and fair. The fact that a piece of legislation 
enjoys these presumptions does not, however, make it in- 
vulnerable. It may still be attacked in any of these par- 
ticulars, the presumptions having the effect only of testi- 
mony of validity, wherefore clear evidence against it may 
be adduced to overcome them and to set it aside. The court 
also, while bound to indulge these presumptions, may look 
to the surroundings for a measure of their strength. 

“The law of Ohio provides rules to secure deliberation 
in the passage of ordinances of this kind. Three readings 
on three different dates are required to precede the adop- 
tion of such a measure, unless some emergency or other 
proper reason impels a suspension of the rules by a three- 
fourths vote of the Council. 

“This measure, not intended to go into effect for four 
months and not for three months after the incoming of a 
new Council and a new administration, was passed to 
adoption through three readings at one sitting by Council 
and urged by an administration whose friends had just 
suffered defeat at an election. 

“These circumstances suffice to start speculation upon 
the value of the presumptions. When, however, we find, 
as the testimony here shows without dispute, that, at the 


time this ordinance was passed and signed, the executive — 


of the city was not only possessed of statistical informa- 
tion in most illuminative detail from its trusted expert, 
which, properly considered, showed that a 3-cent fare was 
confiscatory, but that also the force of such statistics to 
this effect was pointed out in advice privately given in 
writing and orally by this expert to the executive, with 


—— 
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reasons why a 38-cent ordinance should not be passed, and, 
further, that the city had, in November, 1913, no evidence 
or light whereon to base a fixing of rate except that given 
it by its own chosen expert to the above effect, it does 
not take a very acute mind to see that these vaunted pre- 
sumptions descend nearly to the level of mere legal fig- 
ments. ; 

“However, the court on this hearing honored them to the 
full by requiring the movants to sustain the burden of their 
charge that the ordinance was unreasonable by clear evi- 
‘dence, and it was not until, through the testimony of the 
city’s own expert, Mr. Nau, and a showing of the experi- 
ence of the company, a volume of evidence was had which 
demanded that the city produce support for the failing 
presumptions upon which it relied, that the court required 
any action at all by the city. Every possible facility was 
afforded the city to support the ordinance, the court ad- 
journing the hearing for five weeks for that purpose. The 
record now shows in evidence comprehensible to every 
intelligent man, and derived from testimony in which there 

is absolutely no dispute, that this ordinance is unfair and 
- that to attempt to enforce it is to attempt confiscation. 

“The city solicitor, after struggling against the inevitable 
as long as possible, finally, and commendably, confessed 
that it was impossible either to get any other evidence 
than that before the court or to draw any conclusion from 
the testimony, which he could not dispute, than that at the 
rate of 3 cents the company’s revenue would do no more 
than barely pay running expenses, leaving nothing for a 
return upon the investment. There are some lines in the 
city on which a fare under 3 cents would pay operating 
expenses; there are lines on which 6 cents and even 7 cents 
would not even pay expenses. There is one line whose 
revenue does not meet one-third of its expenses, and others 
whose returns are but one-half to two-thirds of their 
outlays. 

“Averaging all the lines, if the public insists upon the 
present routing, any man capable of doing sums in simple 
arithmetic can see that an average rate of 3 cents is too low. 
It is demonstrated from the record that if every person 
who has ridden on the cars since March 27 last, whether 
he had paid or not, had paid 3 cents, the income of the 
company would barely have equaled its expenses, and the 
months since March are the months of a year when traffic 
is the heaviest and expenses the lightest. 

“Tt is beyond dispute from this record that this ordinance 
is unreasonable and unfair, wherefore it should be declared 
invalid, and an order to that effect may be entered.” 

Wesley S. Thurstin, Jr., city solicitor, issued a state- 
ment in regard to the decision. This statement he con- 
cluded as follows: 

“While we inherited the Schreiber ordinance from Mr. 
Whitlock’s administration, we maintained our position that 
it was a legal ordinance and that it was passed in good 
faith until we discovered, during the trial in the United 
States Court, that Mr. Whitlock and Mr. Merrill, then 
chairman of the railroad committee of Council, and various 
other gentlemen in the Whitlock administration, had been 
apprised of the impracticability of the measure and then 
we abandoned our contention that the ordinance had been 
passed in good faith, and became fully aware of the po- 
litical trickery that fathered it. 

“Some working arrangement or day to day agreement 
will have to be enacted, carrying in mind the result of the 
Nau and Clark reports, and furthering the placing of the 
traction system on a more businesslike basis, and this should 
be done with as little delay as possible; also bearing in 
mind that the citizens of Toledo are entitled to the best 
conscientious efforts of the officials to settle this grievous 
question and remove it from politics for as long a period 
as possible.” 

In the leading editorial, “Judge Killits Performs In- 
valuable Service,” in its issue of Sept. 13, the Toledo Times 
said: 

“Judge Killits, in enjoining the city of Toledo from en- 
forcing the Schreiber 3-cent fare ordinance, has performed 
an invaluable service for the community. He has brought 
the traction question to an issue, which must of necessity 
lead to a speedy settlement. He has removed a political 
public bugaboo that has hampered the growth of Toledo 
for some ten years. And the judge has effectively silenced 
a political war-cry which has kept the city on the ragged 
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edge of nowhere for the same length of time. The 
Schreiber ordinance has been proved unreasonable and con- 
fiscatory. The city solicitor, manfully, has admitted it. 
Judge Killits’ decision must put Toledo on the upward 
trend. By bringing a prompt settlement of the traction 
question, it will re-establish the city in the eyes of many 
men at the head of big industries in other places, who have 
long been afraid to bring those industries here.” 

Former City Solicitor Schreiber issued a statement in 
part as follows: 

“The 3-cent ordinance was passed after most mature 
and careful consideration, and in the highest degree of good 
faith, with certain vital and basic legal principles in mind. 
Not one of these fundamental principles was even men- 
tioned in the trial of the cause. Had these points been 
earnestly presented to the court, doubtless a different result 
could have been expected. I cannot but feel that had the 
proper additional legal talent been employed, the city 
would to-day find itself in a far more advantageous position. 
I am quite convinced that the citizenship of Toledo is not 
satisfied with the solicitor’s unconditional surrender and 
that it demands that the twelve years’ fight shall not be 
given up without a more serious struggle.” 

The company prepared to post in its cars just before noon 
on Sept. 15 the following notice: 

“Rates of fare: Cash fare, 5 cents; tickets good at all 
hours, six for 25 cents; tickets good only between 5:30 
a. m. and 7:30 a. m. and 4:30 and 6:30 p. m., five for 15 
cents, or three pennies; children eight years old or under, 
1 cent; children in arms, free.” 

It was also proposed to hand each car rider a handbill 
bearing the same notice. President F. R. Coates said that, 
not anticipating any trouble on Sept. 15, he has issued no 
special instructions to the conductors other than to collect 
regular fare from all passengers. 

The police department was instructed to see that there 
was no disorder on the cars when the change went into ef- 
fect. On Sept. 15 Harry J. Howard, managing editor of the 
Toledo News-Bee, was cited for contempt of court by Judge 
Killits. In the order served upon him Mr. Howard was di- 
rected to appear on Sept. 16 to show cause why he should 
not be punished for certain utterances in the editions of the 
News-Bee of March 25 and Sept. 12, 1914, relative to the 
case then pending in the United States Court on the applica- 
tion of the company for a temporary injunction to prevent 
the enforcement of the Schreiber 3-cent fare ordinance. 
The court also objected to certain statements in the News- 
Bee regarding John Quinlivan, labor leader, and the con- 
tempt case against him in the United States Court. In an 
address Mr. Quinlivan referred to the court in such a way 
that he was cited to appear and explain the meaning of his 
remarks. 


NEW SUBWAY STATION AT GRAND CENTRAL 
TERMINAL IN NEW YORK 


The Public Service Commission for the First District of 
New York will open bids on Oct. 6 for the construction of 
the so-called diagonal station under Forty-second Street, 
in front of the Grand Central Station. This station will be 
built upon the line connecting the existing subway just 
south of Forty-second Street with the new Lexington Ave- 
nue subway just north of that street. Bidders will be re- 
quired to deposit a certified check for $75,000 with their 
bids, and the contractor will be obliged to give a bond 
for $500,000 to the city and one of $250,000 to the Inter- 
borough Rapid Transit Company. The work of construc- 
tion must be completed within twenty-eight months from 
the delivery of the contract. The station, which will occupy 
almost the whole length of the new line, will be one of the 
largest underground stations in the world. It will be more 
than 100 ft. wide, with two platforms serving four tracks, 
and the walls will be built to support a twenty-five story 
building on the site of the old Grand Union Hotel. A con- 
course will be built above the level of the station, and this 
concourse will connect with the Grand Central Station, 
the Steinway Tunnel, the Lexington Avenue subway, the 
existing subway and the Hudson & Manhattan Railroad 
tubes when extended to Madison Avenue. The connection 
with the Steinway tunnel, which is at a lower level, will 
be by elevators, and transfers will be given between the 
tunnel line and the old and new subways. 
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RESUMPTION OF .SEATTLE PURCHASE NEGOTIA- 
TIONS LIKELY 


By a vote of six to three, the City Council of Seattle, Wash., 
on Sept. 9 decided to open negotiations with the receivers 
for the purchase of that portion of the Seattle, Renton & 
Southern Railway lying within the city limits at a maxi- 
mum price of $1,600,000. The plan proposed provides for 
an initial payment of $200,000 in municipal street railway 
bonds, bearing 4% per cent interest, authorized several 
years ago and from which Division A of the present mu- 
nicipal railway was constructed, and an annual payment on 
the remaining $1,400,000 of 25 per cent of the gross earn- 
ings for a period of twenty-five years. In the event the 
$1,400,000 is paid before the expiration of the twenty-five 
years, title to the property immediately passes to the city 
without further payment. In the event the $1,400,000 has 
not been paid at the end of twenty-five years out of 25 
per cent of the gross earnings, further payments are to 
cease and title to the property becomes absolute in the city. 

When negotiations were conducted several months ago on 
a basis of the receivers accepting 25 per cent of the gross 
earnings for a period of twenty-five years, regardless of 
what amount that might be, the Mayor suggested that a 
maximum price for the property be fixed by the receivers 
beyond which the city should not be required to make pay- 
ment. Receiver Scott Calhoun at that time announced that 
he was not in position to fix a maximum figure on such a 
basis. On Sept. 9 he announced his willingness to open such 
negotiations, explaining, however, that he would have to 
submit the proposition as finally agreed upon to the bond- 
holders and the court for their acceptance or rejection. 

In view of the possibility that the city may become the 
owner of the railway at the conclusion of these negotia- 
tions, Corporation Counsel James E. Bradford was directed 
by the Council to ask for a continuance of the Empire Way 
condemnation proceedings until Oct. 1. Purchase of the 
Seattle, Renton & Southern Railway would destroy the need 
for any such car line, and the Council is apparently in a 
mood to drop the condemnation proceedings if it is found 
possible successfully to negotiate the purchase of a going 
car line. It was proposed at one time to have the city ex- 
periment with motor buses or establish a competing line. 


POWER CONTRACT OF NEW HAVEN RAILROAD 


At the regular monthly meeting of the board of directors 
of the New York, New Haven & Hartford Railroad, held in 
New York on Sept. 17, the officers were authorized by the 
board to purchase power from the New York Edison Com- 
pany. This purchased power, together with that now ob- 
tained from the power plant of the New York Central Rail- 
road and of the New Haven Railroad at Cos Cob, will in- 
crease the number of trains handled electrically between 
New York and New Haven from 37-per cent to 70 per cent of 
the total. In order to have 100 per cent of electrical opera- 
tion it will be necessary to purchase additional electrical 
equipment and additional power in the eastern section of the 
electric zone between New York and New Haven. The lat- 
ter project is something which cannot be undertaken under 
present financial conditions. 

It is expected that the contract for the purchased power 
will be signed within a few days. 


EXTENSION OF SAFETY ZONES IN LOUISVILLE 


The safety zones which have been used experimentally for 
the last few weeks at important intersections to protect per- 
sons boarding street cars in Louisville, Ky., has been found 
so successful that the zones will be established elsewhere in 
the city. The plan was first used at Fourth and Walnut 
Streets, where probably the greatest congestion occurs. It 
is now proposed to establish zones at Fourth and Green 
Streets and Fourth and Chestnut Streets and eventually to 
equip the entire downtown district in the same way. In or- 
der to keep the standards from blowing over, larger bases 
are to be used. The standard is placed in the street between 
the cartracks and the curb, and just back of the point where 
the rear of the car, after it stops, is located. At the en- 
trance to Cave Hill Cemetery, at Baxter Avenue and Broad- 
way, a barrier will be erected consisting of a hand rail sup- 
ported by iron or wooden standards, behind which persons 
may walk with safety on their way to or from cars. 
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NEW MUNICIPAL LINE OPENED 


The municipal railway from Van Ness Avenue along 
Market Street and Potrero Avenue to Twenty-fifth Street, 
San Francisco, Cal., has been completed. The line was 
formally opened for business on Sept. 7. 

Referring to the plans for operating the line the San 
Francisco Municipal Record said: 

“C, A. Cashin, superintendent of the city railways, will 
have every car of the system in operation on Sept. 7, and 
while the full complement has not as yet arrived, he hopes 
to be able to handle the throngs which it is expected will 
crowd the city lines on that day.‘ Of the 125 new cars 
which have been ordered thirty-two will be ready for serv- 
ice on Sept. 7, which, with the forty-three built for the 
Geary road, will make a total of seventy-five cars in oper- 
ation. 

“The line to be opened and operated directly in connec- 
tion with the Van Ness Avenue line to the north bay shore 
and the Exposition grounds extends from the foot of that 
line across Market Street and down Eleventh Street by way 
of Division Street and Potrero Avenue to Twenty-sixth - 
Street, a distance of 2 miles. 

“The cost of construction for installation of track, grad- 
ing and paving was $126,000. This work has been com- 
pleted, not including unavoidable delays, in less than ninety 
days’ time. On Potrero Avenue, between Sixteenth and 
Mariposa Streets, the city has joint use of the tracks of the 
Ocean Shore Railroad, for it was one of the conditions when 
that corporation was given a franchise that the city should 
have the use of the tracks by paying its proportion of main- 
tenance. 

“Following the formal opening of the road Superintend- 
ent Cashin expects to maintain a five-minute headway until 
the arrival of more cars permits a headway which will be 
arranged to suit the demands of the traveling public.” 


LEASED COMPANIES SEEK RECOVERY OF FEDERAL 
INCOME TAX 


Transcripts of the records of the cases of the Columbus, 
Newark & Zanesville Electric Railway, the Fort Wayne, 
Van Wert & Lima Traction Company, the Cincinnati Street 
Railway and the Indiana, Columbus & Eastern Traction 
Company against Andrew C. Gilligen, collector of internal 
revenue, and the Columbus, Newark & Zanesville Electric 
Railway and the Dayton & Western Railway against Bern- 
hard Bettmann, former collector of internal revenue, were 
filed recently in the United States Court of Appeals at Cin- 
cinnati from the United States District Court. The appeals 
were taken on error from the-judgment of United States 
District Judge John E. Sater, denying certain causes of 
action contained in the petition for the recovery of the ex- 
cise taxes assessed and collected for the various years since 
the passage of the federal corporation income tax law and 
ruling that the companies had done business within the 
meaning of the law and were not entitled, therefore, to 
refunds of the taxes paid. 

The properties of all of the companies concerned in these 
cases are leased to the Ohio Electric Railway and the latter 
companies sought the recovery of the taxes collected from 
them, on the ground that as lessor companies they were 
exempt from the excise tax. The government contended 
that, notwithstanding the fact that the properties were 
operated under lease, the companies had exercised cor- 
porate powers in the issuance of capital stock, sale of real 
estate, prosecution of suits, etc., and were, therefore, liable 
for the payment of the excise tax. The Court of Appeals 
will be called upon in these cases to decide what constitutes 
an act of business under Section 38 of the federal income tax 
law. 


CLEVELAND STOCK INCREASE AND LABOR 
PROBLEMS 


The application made recently by the Cleveland (Ohio) 
Railway for permission to add $1,068,500 to its capital stock 
was granted on Sept. 15 by the Ohio Public Utilities Com- 
mission. 

A delegation of Kinsman Road citizens appeared before 
Council at a recent meeting to urge an extension of the 
new East Seventy-ninth Street line from Woodland Avenue 
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to Kinsman Road. Peter Witt, street railway commis- 
sioner, said that the extension would be made next spring. 

The street railway committee of the City Council has 
announced that hereafter Mr. Witt will be asked to furnish 
the committee with a tabulated statement showing the bids 
on any improvement to be made by the company, before 
expenditures of funds for such purposes are approved. 

Members of the local branch of the Amalgamated Asso- 
ciation of Street & Electric Railway Employees are un- 
certain as to the possible results of a difference that has 
arisen between P. J. Shea, chairman of the international 
executive committee, and George R. Davies, president of 
the local branch. Mr. Shea came to Cleveland to aid the 
local officials in their endeavor to secure a change in work- 
ing hours and an advance in wages. Asa result of his con- 
ferences with members of the union the idea has spread 
that an attempt was being made to oust Mr. Davies from 
office. W. D. Mahon, president, has been asked to visit 
Cleveland and assist in settling the differences in the local 
organization. 


Boston’s New Subway.—Sept. 26 has been set as the date 
for the opening of the new Boylston Street subway in 
Boston. Trial and instruction trips will be conducted from 
Sept. 21 until the regular opening date. 


Progress of Norfolk & Western Electrification.—Accord- 
ing to L. E. Johnson, president of the Norfolk & Western 
Railway, the work of electrifying the line between Blue- 
field, W. Va., and Vivian, W. Va., a distance of about 30 
miles, is proceeding satisfactorily, and it is expected that the 
line will be ready for electric operation in January, 1915. 


Pittsburgh’s Subway Proposal.—The committee on pub- 
lic service and surveys of the Pittsburgh (Pa.) Council 
decided to meet each Monday to consider the pending sub- 
way proposals so as to dispose of the matter by Oct. 1 
The Council has posted notices at the Exposi- 
tion giving the reasons for the delay in connection with the 
subway grants. 


Rehabilitation of Iowa Road Completed.—The Center- 
ville, Albia & Southern Railway, formerly the Southern 
Iowa Traction Company, has completed the change in 
motive power from steam to electricity and is now oper- 
ating six passenger trains and one freight train each day 
between Centerville and Albia, giving convenient connec- 
tion with the Chicago, Burlington & Quincy Railway main 
line trains. 


The St. Paul Electrification.—A. J. Earling, president of 
the Chicago, Milwaukee & St. Paul Railway, in the annual 
report of the company for the year ended June 30, 1914, 
refers to the electrification progress as follows: “Electrifi- 
cation of the Puget Sound line was started in April, 1914, 
and on June 30, 1914, 30 miles of poles were ready for 
It is expected that stringing wires from Three 
Forks to Deer Lodge will be completed by July 1, 1915.” 


Reconstruction Work Resumed.—Construction work has 
been resumed on the London & Port Stanley Railway. The 
Pere Marquette Railway, which has the contract for build- 
ing the new roadbed, refused to assume responsibility for 
accidents, and was instructed by the committee to vacate 
the line. The company’s representative later consented to 
go on with the work. All the new rails have been laid, but 
the company has yet to put in the new ties and the ballast. 


Franchise Election Proposed in Des Moines.—The City 
Council of Des Moines, Ia., has adopted a resolution grant- 


- ing the ‘Des Moines City Railway permission to place its 
franchise proposal before the voters. 


Emil G. Schmidt, 
president of the company, announced that the circulation of 
petitions would be taken at once with the idea of complet- 
ing the preliminary canvass by Sept. 15. The matter will 
then be submitted to the Council, and if it acts promptly 
the date of the election will probably be set for some time 
in October. The expense of the election will be borne by 
the company. 

Illinois Commission Sues Elevated Railways.—Last spring 
the Illinois Public Utilities Commission ordered the Chicago 
& Oak Park Elevated Railway to elevate its tracks in Oak 
Park, Ill. The attorneys for the railway contended that the 
company could not obey the order of the commission since 
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it was in the hands of a receiver and subject to the order 
of Federal Judge Carpenter, of the United States Court. 
As the court has not issued instructions to the company 
regarding the order, the commission has arranged to file 
suit in the United States Court to force the company to 
comply with its ruling. In making the order the commis- 
sion gave the company the option of stopping its cars at 
all grade crossings in Oak Park, or elevating its track. 


The Kansas City Storm.—The Metropolitan Street Rail- 
way, Kansas City, Mo., was one of the heavy sufferers 
from the severe rainstorm of Sept. 7. Traffic on some lines 
was suspended for several hours in the morning because 
of power plant trouble and water and débris on the tracks. 
One carhouse was partly submerged. Motors of some of 
the cars that coasted through depressed areas where water 
was 2 or 3 ft. deep were put out of service, and it was a 
record day for “pull ins.” Despite the obstacles, complete 
service was restored by evening, and by Sept. 10 all the 
equipment was ready for service again. There was little 
wind and few trolley wire troubles. The day after the 
storm the company used newspaper display space to an- 
nounce the resumption of regular schedules. 


Solano Project to be Revived.—It is stated that the 
Solano land project, which was taken up by the United 
Railroads of San Francisco during the connection of Pat- 
rick Calhoun with the company, will be revived. Jesse W. 
Lilienthal, now president of the United Railroads, is quoted 
as follows: “I believe that Solano will prove to be a great 
project if it can be handled properly. I have my heart set 
on reviving it and will bend every effort now to that end. 
I am convinced that. Frederick Van Vorst, attorney for the 
United Railways Investment Company, who has made him- 
self thoroughly familiar with the conditions in San Fran- 
cisco, will be able to help us a great deal when he returns 
from the East. The plan would be to take a tract of, say, 
15,000 acres and build up the project from this.” 


Storage Battery Service on Central Vermont.—It was an- 
nounced that electric service on the Central Vermont Rail- 
road would be established on Sept. 14 between Brattleboro, 
Vt., and Millers Falls, Mass., and Brattleboro and West 
Townsend with the storage battery cars which were tried 
out a few days ago. The proposed schedule is to leave 
Brattleboro at 5:20 a. m., arriving at Millers Falls in time 
to connect with the train which arrives at Boston at 9:30. 
The car will return to Brattleboro on the arrival of the train 
which leaves Boston at 6:30 in the morning and will arrive 
in Brattleboro at 11:20 a.m. The car will leave Brattleboro 
for West Townsend at 2:30 and arrive there at 3:50, and 
will start on the return trip at 4:20, arriving at Brattleboro 
at 5:40. The car will leave Newfane at 4:55. It is said 
unofficially that the electric service will probably be made 
permanent if the proposed experimental period of a month 
proves it successful. 


Furthering Philadelphia’s Transit Plans.—The finance 
committee of the Councils of Philadelphia, Pa., is reported to 
have reconsidered its position on the transit question and 
will grant $500,000 to Director of Transit Taylor for pre- 
liminary transit work. The appropriation, it was said, 
would be made by transferring the bulk or all of the amount 
needed from the item allowing $1,000,000 to a municipal 
art gallery. When Councils adjourned for the summer va- 
cation they did so to meet again in October. This plan was 
abandoned, however, following Mayor Blankenburg’s em- 
phatic statement that the loan should be rushed through as 
quickly as possible. It is understood that Mayor Blanken- 
burg will consider the matter of sending a special message 
to Councils urging upon them the necessity of including 
in the loan bill the item of $500,000 requested by Director 
Taylor for preliminary transit work. In a strong appeal to 
Councils, to the finance committee and the public in gen- 
eral, Director Taylor has again reviewed the transit situation 
and set forth clearly and concisely his plans for beginning 
the work at once. The director also announced new surface 
lines in various parts of the city. They include a cross- 
town line on Forty-sixth Street, additional lines above 
Frankford, a new line on Chew Street, extensions to the 
South Philadelphia north and south lines, additional lines 
north of Girard College, a direct line to Roxborough, a line 
on North Ninth Street and a direct line to Fox Chase. 
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Special Massachusetts Commission Appointed.—Governor 
Walsh of Massachusetts has appointed the commission “to 
consider the improvement of transportation facilities in the 
commonwealth, with especial reference to the five western 
counties,” as provided for by a legislative act approved on 
July 2. Louis C. Hyde, chairman, William G. McKechnie, 
Samuel D. Sherwood and Richard J. Talbot, all of Spring- 
field, and Henry J. Ryan, Pittsfield, will compose the com- 
mission. Politically the commission consists of one Repub- 
lican, three Democrats and one Progressive. The field of 
operation of the commission is exceedingly broad. It is to 
consider the needs, possibilities and probable benefits, both 
to the commonwealth and the five western counties, of a 
development and extension of transportation facilities, and 
of the utilization of the agricultural, dairy and stock rais- 
ing opportunities of these counties. It is to study also the 
causes and remedies for the diminution of population, and 
the decline of industries and agriculture. It is expected 
to determine the best method of securing transportation 
facilities, including the feasibility and probable cost of 
construction to the commonwealth of a system of railroads, 
electric railways or State highways to serve and promote 
the development of the five counties. The commission is 
obliged to give public hearings and to report its conclusions 
and recommendations to the Legislature not later than Jan. 
15 next, together with drafts of such bills as it may deem 
expedient. The Legislature has authorized the expenditure 
of $10,000 for the purposes of the commission, including the 
compensation of its members. 


PROGRAMS OF ASSOCIATION MEETINGS 


Federation of Trade Press Associations 


The ninth annual convention of the Federation of Trade 
Press Associations will be held at the Congress Hotel, 
Chicago, IIll., on Sept. 24, 25 and 26. The principal purpose 
of the convention is to develop a higher standard of effi- 
ciency in the management of business and in marketing 
methods. The session of the morning of Sept. 24 will be 
devoted to the address of welcome and to the regular busi- 
ness of the association. In the afternoon there will be an 
editorial symposium and a circulation symposium. On the 
morning of Sept. 25 there will be an advertising symposium 
and in the afternoon a subscribers’ and advertisers’ mass 
meeting. The annual banquet will be held in the gold room 
at the Congress Hotel at 6:30 p. m. on Sept. 25. On the 
morning of Sept. 26 there will be a publishers’ symposium. 
Following this the convention will be concluded with the 
final business session. 


Railway Signal Association 


The program has been announced for the nineteenth an- 
nual convention of the Railway. Signal Association to be 
held at the Hotel Champlain, Bluff Point, N. Y., on Sept. 
22, 23 and 24. Committee reports will be presented as fol- 
lows: committee one, signaling practice; committee two, 
mechanical interlocking; committee three, power interlock- 
ing; committee four, automatic block; committee five, man- 
ual block; committee six, standard designs, signal symbols 
and nomenclature; committee seven, subjects and defini- 
tions; committee eight, electric railways and a.c. signaling; 
committee nine, wires and cables; committee ten, storage 
battery and charging equipment. There will be special 
committee reports on methods of recording signal perform- 
ance, signaling requirements of electric railways, and light- 
ning protection. 

The meeting will be opened at 10 a.m. on Sept. 22 with 
an address of welcome. The program calls for the presen- 
tation on that day of the reports of committees one, three, 
four, nine and ten, also the report of the special committee 
on methods of recording signal performance. On Sept. 23 
the reports of committees six, seven and eight will be pre- 
sented, and on Sept. 24 the reports of committees two and 
five will be presented, together with the report of the spe- 
cial committee on signaling requirements of electric rail- 
ways. 

An elaborate program of entertainment has been ar- 
ranged. This includes tennis, croquet and golf competitions, 
a boat trip on Lake Champlain, a trip to Au Sable Chasm 
and a boat trip through Lake George. 
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Financial and Corporate 


RECENT FINANCIAL TENDENCY 


Trading in Bonds Resumed, New York City Loan Arranged 
and War Revenue Tax Bill Being Redrafted 


On Sept. 10 the committee of seven bond dealers chosen 
to act for the investment bankers of New York during the 
suspension of business on the Stock Exchange decided to rec- 
ommend the resumption of trading on a restricted scale. 
The committee said that the completion of arrangements for 
the New York City loan had improved conditions materially 
and that dealers were justified now in selling securities to 
their customers where this could be done without disturbing 
the collateral loan situation. Subsequently the committee 
emphasized its opinion that for the time being all dealings in 
bonds should be restricted to those owned by the houses 
making the sale, that sales should only be made to their pri- 
vate customers, and that all brokerage and semi-brokerage 
transactions between houses in an endeavor to fill any orders 
on bonds which they did not own should be strongly discour- 
aged for the time being. Following the lead set in New 
York the matter of resuming bond trading was taken up in 
both Chicago and Philadelphia, but up to Sept. 16 the rules 
to govern transactions in these cities had not been formu- 
lated. 

Cable advices from London dated Sept. 14 said that the 
opening of the exchange there would probably be effected 
within a month, and on Sept. 15 the Stock Exchange commit- 
tee there fixed prices for nearly 1000 British, Indian and Co- 
lonial gilt-edged securities and other trustee securities. 
Sales are forbidden below the prices so fixed. Transactions 
must be for cash. _ 

The Board of Estimate and Apportionment of New York 
has approved the contract with J. P. Morgan & Company and 
Kuhn, Loeb & Company, as syndicate managers, covering a 
loan of $100,000,000 by a syndicate of banks and trust com- 
panies to New York City on one, two and three-year securi- 
ties at 6 per cent. The board also has adopted a resolution 
covering the method for refinancing these securities as they 
mature and improvement work up to Jan. 1, 1918. The 
amended plan provides that improvements authorized during 
1915 which are not self-sustaining are to be paid for, 25 per 
cent from taxes and 75 per cent by issue of one to fifteen- 
year corporate stock. Improvements authorized during 1916 
will be met 50 per cent from the tax budget of the next year 
and 50 per cent by sale of serial stock; during 1917 they will 
be paid 75 per cent from the budget and 25 per cent by serial 
stock, and in 1918 the full cost will be met from taxes. Ship- 
ments of gold to Canada have already been made in connec- 
tion with maturing obligations of New York City in Europe. 

The Federal Reserve Board at its meeting on Sept. 12 re- 
newed consideration of the report of the committee in favor 
of establishing a fund of $150,000,000 in gold for protection 
of the foreign exchange situation. In view of the announce- 
ment that New York City had completed arrangements for 
payment of its maturing obligations and for providing for 
the necessary gold remittances to Europe the board decided 
to await developments before giving the matter further con- 
sideration. 

The war revenue bill was reframed on Sept. 16 to elimi- 
nate the freight tax and provide special levies. In addition 
to the taxes on wine, beer and gasolene already agreed upon, 
the plan is to tax banks with capital and surplus not exceed- 
ing $25,000 $50 a year and $2 for each additional $1,000; 
stock brokers, $50; pawnbrokers, $20; commercial brokers, 
$20; custom house brokers, $10; proprietors of theaters, 
museums and concert halls, $100; circuses, $100; public exhi- 
bitions, $10; bowling alleys and billiard halls, $5 per alley or 
table; dealers in leaf tobacco, $6 to $24, according to volume 
of business; dealers in tobacco, $12; manufacturers of to- 
baeco or cigars, $6 to $24. The stamp taxes so far proposed 
are subject to probable revision by the committee. 

The London Economist of Sept. 5 contained a review of in- 
dustrial conditions in Germany written in London by the Ber- 
lin correspondent of that paper. Stagnation in practically 
all lines is reported, with grave danger pending of a a) Cores 
tion of the food supply. 
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ANNUAL REPORT 


United Light & Railways Company 


The comparative statement of income, profit and loss of 
the United Light & Railways Company, Grand Rapids, 
Mich., for the years ended June 30, 1913 and 1914, follows: 


; 1914 

Earnings available on securities owned of 
SUSIGIArY VCOMDAMIES % fie. of. fave Gels ici orcve ers $1,366,543 

Miscellaneous earnings 124,811 


1913 
$1,234,736 
86,515 


ONTO Rae Cuca. CM ec et Mt TC ar} 


EPOSSMCALMINE SE Mey. erie eo fa ceils, eens $1,491,354 $1,321,251 
Expenses and’ taxes: tiicunu sid. dcé wou e wocki 97,384 nos 
INOUMCAEDIN ES eset ire. iold cas iele aside oleae eee nh $1,393,970 $1,241,320 


Rveileneie: nisyels tevate sticker Rei et, oes 401,598 337,976 
Net income available for depreciation and 


ORy ICOM A Masreeteterueaie int sitet lewd ieieleie cfeveusials $992,372 $903,344 
Pro-rata dividends—first preferred stock 458,367 362,741 
aye 534,005 $540,603 

Pro-rata dividends—second preferred stock 69,565 89,930 
IRALOWIKERS. 2.03 3510 bn OCS eee a eee $464,440 $450,673 


According to the above statement the earnings on sub- 
sidiary securities increased $131,807 during the year, while 
miscellaneous earnings increased $38,296, or a gross in- 
crease of $170,103. Expenses and taxes rose $17,454, and 
interest charges $68,621, so the net income available for 
depreciation and dividends increased only $89,028. The 
dividends on the first preferred stock were increased 
$95,626, and those on the second preferred stock were de- 
creased $20,364, giving a balance increase for the year of 
$13,767. It should be noted that the earnings given for 
the year ended June 30, 1914, are exclusive of $34,483 
representing suspended earnings pending rate adjustments 
in progress. The addition of this item gives a total balance 
for the year of $48,250. 

The comparative consolidated income statement of the 
subsidiaries for the twelve months ended June 30, 1913 
and 1914, follows: 


1914 1913 
KEE OBSCEUCIULTI ES ay watt Mfeter as iiss o's 9) 2 'elal cd eceletnele $6,199,421 $5,712,538 
*Operating expenses, ete. (includes main- 
tenance and federal income tax)....... 3,817,070 3,363,564 
EN Gta AUE TRITLENS Meir cate ts <a fects vs a a iaShsi.eys piesa ececa ot oP) « $2,382,351 $2,348,974 


*Operating expenses for 1914 as compared to 1913 include in- 
creased charges for maintenance reserves, general taxes and 
federal income tax. 


AUGUSTA-AIKEN DIVIDEND SUSPENSION 


The regular quarterly dividend of 1% per cent on the 
cumulative preferred stock of the Augusta-Aiken Railway & 
Electric Corporation, Augusta, Ga., will not be paid on Oct. 
1. The directors have issued to stockholders a letter reading 
in part as follows: 

“During the first six months of the current year the com- 
pany’s earnings showed a surplus of $61,170, an increase of 
$10,008, or 19.7 per cent, over that of the corresponding pe- 
riod of 1913. Careful estimates for the last six months of 
1914 indicate a surplus of $25,000. The total surplus for the 
year, therefore, is expected to be about $90,000, which is the 
amount of the annual dividend on the preferred stock. It is 
estimated that the net earnings for the last six months of 
1914 will be more by approximately $38,000 than for the cor- 
responding period of 19138, but the surplus will decrease 
about $40,000. This decrease is caused by additional taxes 
and fixed charges of $78,612, owing to the taking over of the 
new hydroelectric plant of the Georgia-Carolina Power Com- 
pany on the Savannah River. 

“During the first six months of this year the company has 
expended for extensions and betterments $51,404, and fur- 


_ ther expenditures for the same purpose will be necessary 


during the last six months of this year. Ordinarily these 
would be in large part financed by the sale of bonds, but 
financial conditions render this impossible at present. For 
these reasons and because of the general disorganization oc- 
casioned by the unexpected outbreak of the war in Europe, 
the directors consider it necessary to suspend payments of 
preferred stock dividends until they can be resumed without 
weakening the company’s cash position. In the judgment of 
the directors the expected development is only deferred, and 
it is only a question of time when the additional business will 
be secured for which the large investment in the new hydro- 
electric plant and other new business extensions was made.” 
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RAILWAY FINANCES IN BIRMINGHAM 


In connection with the default of interest on the first 
mortgage bonds of the Bessemer, Ensley & Birmingham 
Railroad, Birmingham, Ala., Sept. 1, as noted in the ELEc- 
TRIC RAILWAY JOURNAL of Sept. 12, an independent bond- 
holders’ protective committee has been formed, consisting 
of S. H. Cunningham, Boston; Oscar Dare, Philadelphia; 
Boyd McDowell, Elmira, N. Y.; J. N. H. Campbell, Hartford, 
Conn., and George T. Wood, Louisville, Ky. The new com- 
mittee requests bondholders to make no deposits until a | 
complete examination of books and finances has been made 
by its accountants ‘and engineers. The examination was 
begun in Philadelphia and Birmingham on Sept. 14. 

A receiver for the company, General Superintendent I. W. 
Ross, was appointed on Sept. 1. Mr. Ross has issued a 
statement in part as follows: 

“The service will continue without interruption and every 
effort will be made to take care of the patrons of the line. 
The impossibility of completing the system and making 
necessary extensions which became certain in the spring, 
has made the reorganization of the property inevitable. 
The average passenger haul is in excess of 6 miles per pas- 
senger, and while the public has patronized the line lib- 
erally it has become more and more evident that the con- 
struction of laterals and extensions would be necessary to 
increase the revenue of the line sufficiently to take care 
of the high cost and long mileage haul of the trunk line. 
A complete financial statement brought down to Sept. 1 will 
be finished by the auditors immediately and made available 
to all parties interested. The company has taken care of 
all liquidated and undisputed liabilities outstanding to 
Sept. 1.” 


Babylon (N. Y.) Railroad—-The Babylon Railroad has 
been granted an extension of time in which to pay creditors’ 
elaims now outstanding. This road is in the hands of Re- 
ceiver R. J. Hawkins. In denying the application to sell the 
road at public auction to settle the claims against it, Judge 
Chatfield made the following comment: “On the basis of 
statements made and the offer of the River Holding Com- 
pany to pay one-half of the merchandise creditors by Oct. 16 
in ease the road should not be sold at that time and to pre- 
sent a proposition for the payment of the balance, the court 
will make no order to sell unless on further application be- 
fore Oct. 16.” 


Boston Suburban Electric Companies, Newtonville, Mass. 
—Charles W. Leonard has been elected as trustee of the 
Boston Suburban Electric Companies to succeed Frank A. 
Day, deceased. 


Brazilian Light & Traction Company, Toronto, Ont.—The 
directors of the Brazilian Light & Traction Company have 
declared a dividend of 144 per cent on the issue of ordinary 
capital stock. A circular issued to the shareholders states 
that there is not the least foundation for uneasiness with 
reference to the company’s affairs in South America. The 
company controls the Sao Paulo Tramway, Light & Power 
Company and the Rio de Janeiro Tramway, Light & Power 
Company. 

Cleveland (Ohio) Railway.—The Ohio Public Utilities 
Commission on Sept. 15 authorized the Cleveland Railway to 
issue common capital stock amounting to $1,068,500 par 
value to be sold for not less than par. The application for 
this stock was noted in the ELECTRIC RAILWAY JOURNAL of 
Sept. 12. The proceeds are to be used to reimburse the in- 
come account for moneys actually expended and to be ap- 
plied to further payment for the construction of additions, 
extensions and improvements to the system and the acquisi- 
tion of additional facilities as follows: Land for stations, 
terminals and yards, $50,000; shops, stations and other 
buildings, $542,000; fire protection, $90,000; rolling stock, 
$665,000; total, $1,347,000. The company is required to re- 
port semi-annually on Jan. 15 and July 15 regarding the 
disposition of the proceeds. It is said that the stock, which 
is part of the $1,460,000 first offering under the terms of the 
Taylor grant in 1910, of which only about $400,000 was tak- 
en by the stockholders, will not be again offered to the 
stockholders but will be sold in the open market at a pre- 
mium or retained in the treasury for use as a basis for col- 
lateral loans. 
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Columbus Railway, Power & Light Company, Columbus, 
Ohio.—On Sept. 10 the directors of the Columbus Railway, 
Power & Light Company declared the regular quarterly 
dividend of 1% per cent on the preferred stock, series A, 
payable on Oct. 1. The directors took no action toward 
financing proposed improvements. It is said, however, that 
improvements and extensions which are urgent will be 
financed out of earnings. 


The Columbus, Urbana & Western Electric Railway, Co- 
lumbus, Ohio.—Judge E. B. Kinkead on Sept. 5 granted per- 
mission to L. P. Stevens, receiver of the Columbus, Urbana 
& Western Electric Railway, to file his final accounting and 
terminate the receivership. Mr. Stevens stated in his ap- 
plication that the $438,000 of outstanding bonds of the com- 
pany are held by the Columbus Railway & Light Company. 
The property, which embraces 7% miles of track, went un- 
der receivership early in 1912. 


Elmira Water, Light & Railroad Company, Elmira, N. Y. 
—tThe final step in the absorption of the West Side Railroad 
of Elmira by the Elmira Water, Light & Railroad Company 
has been authorized by the Public Service Commission for 
the Second District of New York. The latter company at 
present owns all the capital stock of the former and leases 
its plant and equipment. The commission has now author- 
ized the West Side Railroad to transfer to the controlling 
company all its railroad, equipment, property, rights, sys- 
tem and franchises for the consideration of $1 and the ac- 
ceptance of the mortgages now existing on the property. 


Kingston (N. Y.) Consolidated Railroad.—A dividend of 3 
per cent was paid on Sept. 1 on the $200,000 of the 4 per 
cent cumulative preferred stock of the Kingston Consoli- 
dated Railroad. This was the first distribution since Jan. 1, 
1911, when 4 per cent was paid. The full rate of 4 per cent 
was paid from the consolidation with the Colonial City 
Traction Company in December, 1901, until August, 1908. 


Manaos Tramways & Light Company, Manaos, Brazil._— 
At a recent meeting of the Manaos Tramways & Light Com- 
pany held in London, it was stated that finance and com- 
merce are now disorganized and the future of the companies 
seems somewhat obscure. The efforts to collect the state 
debt for public lighting had not met with any success. The 
accounts for the last fiscal year showed tramway receipts 
of £87,029, as compared to £106,148 for the previous year, a 
decrease of £19,119. The lighting receipts increased from 
£44,148 to £44,395, giving a decrease in the gross income 
from £151,741 to £132,877. The total operating expenses 
decreased from £101,942 to £96,848, and the net surplus de- 
creased from £28,107 to £14,426, or more than 48 per cent. 
The transferral of £8,000 to the contingencies and accident 
reserve account and of £6,000 to the renewals reserve was 
recommended, the balance of £3,861 being carried forward 
to surplus. 


Milwaukee Electric Railway & Light Company, Milwau- 
kee, Wis.—The New York Stock Exchange has listed 
$1,305,000 of general and refunding mortgage 5 per cent 
bonds, due 1951, of The Milwaukee Electric Railway & 
Light Company. The Exchange has also authorized an 
additional $695,000 of these bonds to be listed on notice that 
they have been sold, making the total amount to be listed 
$2,000,000. The total expenditures on account of which the 
bonds listed have been used amounted to $2,281,625, from 
which was deducted $177,309 for property scrapped, dis- 
placed, sold, etc. Expenditures were divided as follows: 
Roadway and track, $322,617; electric transmission and 
distributing system, $434,152; building and improvements, 
$259,455; transformers, motors, lamps, etc., $246,454; mis- 
cellaneous, $191,222; power plant equipment, $403,749, and 
ears and electrical equipment of cars, $423,976. 


New York (N. Y.) Railways.—A board of arbitration com- 
posed of H. H. Porter, James Marwick and W. G. Ross has 
been appointed to decide upon the rate of interest that is to 
be paid on the adjustment income bonds of the New York 
Railways for the .six months ended June 30 last. The 
directors of the company at a meeting held recently decided 
' that the rate would be 1.24 per cent for the six months, but 
as there were only three of the directors representing the 
bondholders present at the meeting who would sign the 
authorization, it became necessary to call for a board of 
adjusters. Mr. Porter and Mr. Marwick were chosen one 
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each by the railway and the trustee of the mortgage and 
they in turn chose Mr. Ross. Mr. Ross was formerly man- 
aging director of the Montreal (Que.) Street Railway, but 
is now president of the Amalgamated Asbestos Company 
and chairman of the Montreal Harbor Commission. Mr. 
Porter is a member of the firm of Sanderson & Porter, and 
Mr. Marwick is a member of the firm of Marwick, Mitchell 
& Company. 


Ogden (Utah) Rapid Transit Company.—It was recently 
reported that the stockholders of the Ogden Rapid Transit 
Company had approved a plan for the amalgamation of 
the company with the Logan Rapid Transit Company as 
the. Ogden, Logan & Idaho Railway. It is said that the 
Ogden Rapid Transit Company in organizing the Ogden 
Logan & Idaho Railway has not yet perfected its plans 
and no securities have been issued up to the present time. 
The Ogden Rapid Transit Company operates 50 miles of 
electric track and 6 miles of steam track, while the Logan 
Rapid Transit Company, which is controlled by the Ogden 
Rapid Transit Company, operates 14% miles of track. 


Portland, Railway, Light & Power Company, Portland, 
Ore.—The New York Stock Exchange has listed $1,064,000 
of additional first and refunding 5 per cent sinking fund 
mortgage convertible coupon bonds, series A, of the Port- 
land Railway, Light & Power Company. The total amount 
listed is now $17,064,000. 


Reading (Pa.) Transit Company.—The Public Service 
Commission of Pennsylvania on Sept. 4 approved the trans- 
fer and purchase of the Lebanon Electric Light Company by 
the Reading Transit Company for a consideration of $41,000 
in cash and $15,000 in securities. The latter amount repre- 
sents the actual value of $75,000 of Eastern Light & Power 
Company stock. The company serves about 500 consumers 
in the various townships surrounding Lebanon. 


San Francisco (Cal.) Municipal Railways.—The Board of 
Supervisors of San Francisco is in receipt of a communica- 
tion from City Treasurer John E. McDougald stating that 
he has disposed of $150,000 of Geary Street Railroad 5 per 
cent bonds to Bond & Goodwin. 


Second Avenue Railroad, New York, N. Y.—On Sept. 10 
Judge Lacombe in the United States District Court signed 
an order allowing claims for $594,727 against the New York 
City Railway. Of this amount $275,391 is due for a special 
franchise tax from 1902 to 1906 with interest to Sept. 24, 
1907, which it is said should have been paid by the New 
York City Railway as lessee of the Second Avenue line. 
The sum of $319,335 is due for damages because of the fail- 
ure of the lessee to maintain the property in good condition 
between April, 1902, and October, 1907. The report of Spé- 
cial Master W. L. Turner was confirmed with the above 
modifications. 


United Light & Railways Company, Grand Rapids, Mich. 
—The directors of the United Light & Railways Company 
have declared the usual quarterly dividend of 11 per cent 
on the first preferred stock and three-quarters of 1 per cent 
on the second preferred stock, both payable on Oct. 1 to hold- 
ers of record Sept. 15. - No dividend on the common stock, 
however, is declared at thistime. From April, 1913, to July, 
1918, 1 per cent was paid quarterly, 1 per cent additional 
being paid in stock in April, 1914. Frank T. Hulswit, presi- 
dent of the company, says: “We have earned sufficient to 
pay the dividend on the common stock as we have in the 
past but prefer to take the conservative course now. We 
cannot say when the next common dividend will be de- 
clared.” 


West Penn Traction & Water Power Company, Pitts- 
burgh, Pa.—The West Penn Traction Company, the operat- 
ing subsidiary of the West Penn Traction & Water Power 
Company, has begun the work of improvements and exten- 
sions, to provide for which the company in April, 1914, sold 
$6,000,000 of notes, as mentioned in the ELECTRIC RAILWAY 
JOURNAL of May 9, 1914. The cost of carrying out the im- 
provement program for 1914 and 1915 will be not less than 
$4,000,000, of which $700,000 will be provided out of income 
and the remainder from the proceeds of the note issue. The 
notes are secured by a pledge of a $1,250 first mortgage 5 
per cent bond for each $1,000 note, in addition to other col- 
lateral. Of the first mortgage bonds there are $5,465,500 
outstanding, secured by a first lien on 38.89 miles of electric: 
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railway, 133 miles of single-circuit and 26 miles of double- 
circuit transmission line, thirteen substations, five steam- 
power generating stations and other property. 
Youngstown & Sharon Street Railway, Youngstown, 
Ohio.—Formal protest has been lodged with the Public Util- 
ities Commission of Ohio by the Youngstown & Sharon 
Street Railway against granting the application of the Ma- 
honing County Electric Light Company for permission to is- 
sue $1,000,000 of capital stock. The former company is 
seeking to prevent competition from the Mahoning company 


‘at Youngstown, on the ground that there is not enough busi- 


ness for two companies. 


DIVIDENDS DECLARED 


Asheville Power & Light Company, Asheville, N. C., cs 
terly, 1% per cent, preferred. 

California Railway & Power Company, San Francisco, 
Cal., quarterly, 1% per cent, prior preferred. 

Carolina Light & Power Company, Raleigh, N. C., quar- 
terly, 1% per cent, preferred. 

Chicago City Railway, Chicago, IIl., 
cent. 

Elmira Water, Light & Railroad Company, Elmira, N. Y., 
quarterly, 134 per cent, first preferred; quarterly, 1% per 
cent, second preferred. 

Lake Shore Electric Railway, Cleveland, Ohio, quarterly, 
1% per cent, first preferred. 

Lincoln Traction Company, Lincoln, Neb., 1 per cent, com- 
mon. 

Manila Electric Railroad & Light Corporation, Manila, 
P. I., quarterly, 1%4 per cent. 

Northern Ohio Traction & Light Company, Akron, Ohio, 
quarterly, 1% per cent, preferred. 

United Light & Railways Company, Grand Rapids, Mich., 
quarterly, 14% per cent, first preferred; quarterly, three- 
quarters of 1 per cent, second preferred. 

Washington, Baltimore & Annapolis Electric Railroad, 
Baltimore, Md., quarterly, 144 per cent, preferred. 

West End Street Railway, Boston, Mass., $1.75, common. 


quarterly 2% per 


ELECTRIC RAILWAY MONTHLY EARNINGS 
BERKSHIRE STREET RAILWAY, PITTSFIELD, MASS. 


Gross Operating Net Fixed Net 
Period Earnings Expenses Earnings Charges Surplus 
1m., July, ’14 oy 764 *$80,929 $16,834 $16,921 T$87 
yet a 713 103,797 *73,390 30,407 14,675 15,732 


CLEVELAND, PAINESVILLE & EASTERN RAILROAD, 
CLEVELAND, OHIO 


im., July, ’14 $46,696 ~*$22,825 $23,871 $11,095 $12,776 
1 o 13 46,002 23,741 22,261 10,396 11,865 
sek say 14 242,989 *130,555 112,434 77,028 35,406 
les 713. - 284,541 *130,3386 104,205 72,941 31,264 


COMMONWEALTH POWER, RAILWAY & LIGHT COMPANY, 
GRAND RAPIDS, MICH 


iis July, ae ote ee 968 *$684,564 $517, 399 $358,812 $158,587 


35 ea 6,558 *684,425 472,128 321,685 150,443 
Ai2uee ae 14 “w ty 878 *8,345,584 6, 271,294 4, 055, 815 2,215,479 
ante ss 113 13,744,593 *7, 1887, 880 5,856,713 3, ,726, 604 2,130, ,109 


CONNECTICUT COMPANY, NEW HAVEN, CONN. 
im., July, °14 $820,653 *$571,741 $248,912 $97,330 $151,582 
mee a 713 856,844 *520,419 336,426 90,497 245,929 


LAKE SHORE ELECTRIC RAILWAY, CLEVELAND, OHIO 


1m., July, ’14 tee ree *$79,221 $72,778 $35,768 $37,010 
x - 713 154,483 *79,139 75,345 35,396 39,949 
fies re "14 810, 105 *510,867 299,239 247,489 51,750 
ioek . 13 788,183  *489,230 298,953 245,682 58,271 


NEW YORK & STAMFORD RAILWAY, PORT CHESTER, N. Y. 


1im., July, 714 $49,734 *$30,940 $18,794 $7,876 $10,918 
1 713 51,390 *29,937 21,453 7,554 13,899 
NEW YORK, a one = BOSTON RAILWAY, 
IW YORK, N.Y. 

im., July, "14 $40, Ad was, 357 - $2,149 $9,025 $11,174 
Say 713 36,569 *47,445 10,876 10,802 721,678 
NORTHERN OHIO ee ONT Gy LIGHT COMPANY, AKRON, 
im., July, °14 $351,658 *$206,170 ere 439 $50,848 $94,641 
Aye Bs 713 819,132  *185,187 133,946 47,589 86,357 
oe ee 14 2,073,359 *1,265,805 807, 555 852,688 454,871 
i, a 713 «1,816,370 *17113,645 702,725 318, "313 384,412 
RHODE ISLAND COMPANY, PROVIDENCE, R. I. 

im., July, °14 $587,973 *$354,101 $183,872 $116,264 $67,608 
ae A 713 579,866 *329,786 250,080 105,306 144,774 
WESTCHESTER STREET RAILROAD, MOUNT VERNON, N. Y. 
Wim, July, 14 $27,209 *$23,456 $3,753 $1,199 $2,554 
pe ce 713 26,106 22,156 3,949 988 2,961 


*Includes taxes. 
+Defieit. 
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Traffic and Transportation 


MIDDLESEX.& BOSTON FARE HEARINGS 


Company Requests 6-Cent Fares With 1 Cent More for 
Transfers—Increase Required by Greater Expenses 
and Reserve for Depreciation 


The Massachusetts Public Service Commission is hearing 
the petition of the Middlesex & Boston Street Railway for 
authority to increase the fare unit on its entire system to 6 
cents and to 7 cents for a ride including a transfer. The 
petition is opposed by residents of the municipalities served 
by the company. The road is largely a country property 
and extends through Newton and Waltham to Watertown, 
thence to Wellesley, Natick, Framingham and Hopkinton to 
Westboro. Nine different companies were consolidated into 
a single property. The total population tributary to the 
lines is 175,000. About 130 miles of track are operated. 

The fare was originally 5 cents, but was increased to 6 
cents in 1908 on portions of the system west of Newton Lower 
Falls and on the Lexington & Boston division. In Newton 
and Waltham the fare was left at 5 cents except on part of 
the old Newton & Boston system. A charge of 1 cent was 
made, however, in that district for each transfer. This in- 
stitution of the 6-cent fare was covered in articles beginning 
in the ELECTRIC RAILWAY JOURNAL of Nov. 28, 1908, under 
the caption “Reasons for Increased Fares on Massachusetts 
Street Railways.” 

The change proposed essentially means a 6-cent fare ap- 


‘plicable in Newton and Waltham, where a 5-cent fare is now 


paid, and on the route through Wellesley and Natick it in- 
volves giving up the present fifty-ride book under which it 


-has been possible to ride for a nickel, and, as stated, imposes 


an additional charge of 1 cent for a transfer. The company 
appeals to the commission to grant the increase on the 
ground that its receipts are inadequate compensation for the 
service rendered. The petition was prompted by an award 
of a board of arbitration dated June 22, 1914, which in- 
creased the compensation of the men about 15 per cent, as 
noted in the ELECTRIC RAILWAY JOURNAL June 27, 1914, page 
1472. In addition to the increase in wages the company 
must at once spend money for improvements which cannot 
be capitalized. The surplus after paying 4 per cent divi- 
dends in the last two years totals $1,200. The company has 
outstanding $1,987,000 of stock, $1,983,000 of bonds and 
$1,255,000 of notes. 

Arthur A. Ballantine, counsel for the company, said that 
in 1901, before the properties were consolidated, the salaries 
of general officers and clerks totalled $52,000. For the year 
ending- June 30, 1914, these totalled $16,000, although the 
traffic handled was much greater. Wages, on the other hand, 
increased from $150,000 in 1901 to $250,000 for the last year. 
Receipts per mile are 2 cents less than the average for com- 
panies elsewhere in Massachusetts. The total amount of the 
increase in wages occasioned by the arbitration award in the 
three-year period to which it applies is about $100,000. Ade- 
quate provision for depreciation would require more than 
$50,000 annually. If no shrinkage in travel occurs as a re- 
sult of the increase in fares the revenue will be increased by 
about 106,000 a year. 

George M. Cox, general manager, testified that the aver- 
age cost of permanent property per mile of track is $23,440, 
compared with $37,294 for the State as a whole; equipment 
cost per mile is $9,867, against $12,270 on all other roads. 
The total capital investment per mile on the Middlesex & 
Boston is $43,265, compared with $68,623 on the Massachu- 
setts lines as a whole. Passenger earnings per car mile on 
the thinly populated Needham line varied from 6.46 cents in 


1904 to 9.28 cents in 1914. On the best lines of the company 


the earnings rose from 28.54 cents per car mile in 1904 to 
32.62 cents in 1914. Gross earnings were 25.76 cents per 
car mile on the system in 1913, compared with 29.19 cents 
on all Massachusetts roads. In 1913 the company was oper- 
ated for 1.56 cents less per car mile than the other roads, and 
its net earnings were 1.87 cents less. The company’s fixed 
charges increased from $96,356 in 1901 to $201, 905, or from 
3.2 cents per car mile in 1901 to 5.42 cents in 1914, The 
company disbursed $29,690 in back pay for the year ending 
June 30, 1914, as a result of the award. Changes in the 
schedule resulting from agreement with the men will cost 
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from $8,000 to $12,000 per year, assuming that only six extra 
crews are required. “About $52,500 needs to be expended in 
rehabilitation. Mr. Cox described the arrangements by 
which power is purchased by the Middlesex & Boston from 
the Edison Electric Illuminating Company of Boston and 
said that the Edison service resulted in better power at less 
cost than the railway could furnish in its plants. The total 
power cost of the company is now about $150,000 a year. 

Chairman McLeod questioned the retention of the equip- 
ment in these old plants as a basis upon which the rate of 
fare is in part to be figured and the witness rejoined that the 
possession of these plants serves the company as a possible 
emergency source of power and may in a measure affect the 
price offered in future contracts. He said that the absence 
of a depreciation provision in the past was not culpable, but 
that in any fare adjudication such an allowance must be 
made and that the rates must be fixed at such a point as will 
enable the reserve to be set aside to meet the depreciation 
that has accrued in the past. 

Mr. Cox stated that the average fare received per passen- 
ger was 5.07 cents in the fiscal year 1914, including trans- 
fers. It is estimated: that west of Newton Lower Falls the 
extension of the 1-cent transfer charge would yield the com- 
pany $1,570 per year; that the abolition of the fifty-ride 
books would yield $7,392; that a transfer charge added to 
the existing 6-cent fare on the Newton and Boston division 
would yield $2,507; that the same charge on the Lexington 
and Boston division would yield $2,130, and that the estab- 
lishment of a 6-cent fare in Newton and Waltham would 
add $58,719 to the company’s income. The total passenger 
revenue for the fiscal year 1914 was $951,808, and it is esti- 
mated that if the proposed changes in rates are granted the 
income will be increased 12 per cent. Twenty-two per cent 
of the passengers in the Wellesley-Natick section of the road 
use the fifty-ride ticket books. The company operated 
3,008,000 car miles in 1901 and 3,725,000 car miles in 19138, 
the number of passengers increasing from 12,000,000 to 
19,000,000. Hearings were to be resumed on Sept. 17. 


Booklet of Information for Trainmen.—The Holyoke 
(Mass.) Street Railway issued a twelve-page booklet cover- 
ing the summer schedule of 1914 which is of particular in- 
terest in that it contained information for the guidance of 
motormen and conductors in running time, meeting and 
transfer points of cars on all lines, etc. 


Peculiar Express Car Accident.—While rounding a sharp 
curve on the Ohio Electric Railway near West Liberty, 
Ohio, on Sept. 11, an express car left the track and crashed 
into a house. Fire started from the overturned stove and 
both car and house were soon ablaze. The fire was extin- 
guished, however, before the blaze had done much damage. 


Rehearing on Rear Platform Guard Order.—The Public 
Service Commission of the First District of New York has 
granted an application for a rehearing to be held on Sept. 
22 on an order adopted some months ago requiring the New 
York Consolidated Railroad to maintain a guard on the rear 
platform of all Brooklyn elevated trains. This order was 
adopted after evidence had been produced showing that 
there had been considerable rowdyism. 


Handling Express Between St. Thomas and Port Stanley. 
—The London & Lake Erie Railway & Transportation Com- 
pany, London, Ont., Can., has arranged with the Canadian 
Express Company to carry express over the section of its 
line between St. Thomas and Port Stanley, Ont., and has 
applied to the St. Thomas City Council for permission to 
run over the city’s line to the Grand Trunk Railway station 
on Talbot Street, in order to carry out the agreement. 


Service on the Wellston & Jackson Belt Line.—The Ohio 
Public Utilities Commission refused a rehearing on the case 
of the Hocking Valley Railroad relative to the order of the 
commission to resume the operation of electric cars on the 
Wellston & Jackson Belt Line on Sept. 11. The case was 
at once appealed to the Ohio Supreme Court, on a petition 
in error. The company asserts that the findings of the 
commission are unlawful, unreasonable and beyond its 
jurisdiction in that they will operate to deprive it of its 
property without compensation and without due process of 
law. Operation of electric cars was suspended some weeks 
ago and the commission ordered the company to resume 
the service by Sept. 15. 
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New Traffic Regulations for Congested Brooklyn.—Upon 


recommendation of the Brooklyn committee of public safety 
and of Leon G. Godley, third deputy police commissioner, 
Police Commissioner Woods has ordered new traffic regu- 
lations in Fulton Street, Brooklyn, between Court Square 
and Bond Street. Under the new arrangement, vehicles 
are prohibited from crossing Fulton Street, except at the 
intersections of streets, between Court Square and Bond 
Street. The object of the change is to prevent indiscrimi- 
nate driving back and forth across the street in this con- 
gested section of the street, and to avoid chances for 
collisions between cars and vehicles, collisions between 
vehicles and the pillars of the elevated railroad, and injury 
of pedestrians. 


Combined Railway and Ferry Fare: in Effect.—The new 
arrangement between New York City and the New York 
Railways has gone into effect whereby for a 5-cent fare 
northbound transfers will be issued by the municipal ferry 
at the Battery, New York, good for a continuous ride on the 
ferry from St. George, Staten Island, and from South Ferry, 
Manhattan, on the Broadway, Columbus, Sixth, Eighth and 
Amsterdam Avenue surface lines. Southbound conductors 
on the cars of these lines issue transfers to ferry boats to 
St. George. Under the contract between the city and the rail- 
way the former will receive 2 cents and the latter 3 cents 
of the 5-cent fare. This arrangement is in accordance with 
an agreement reached in connection with the new subway 
operating contracts, but as it was impracticable to embody 
this agreement in the dual system contracts a separate con- 
tract was prepared. 


Electric Line Declines Offer to Join in Kate Application. 
—J.R. Harrigan, general manager of the Kansas City, Clay 
County & St. Joseph Railway, was invited to join the steam 


railroads of Missouri in filing with the Public Service Com-- 


mission on Sept. 15 new passenger tariffs based on the 3 
cents per mile which recent decisions have convinced the 
railroads that they have a chance of establishing. Mr. Har- 
rigan declined to join. Negotiations are now pending 
between the Quincy, Omaha & Kansas City Railroad and 
the Kansas City, Clay County & St. Joseph Railway for 
the handling of the steam road’s passenger service into 
Kansas City by the electric railway. It is said that the 
Quincy, Omaha & Kansas City Railroad is seeking a way 
to avoid entering the new union station, and arrangements 
for handling its traffic into and through Kansas City after 
Jan. 1 must be made soon. The steam road has its station 
at Avondale within a few feet of the electric line station. 
Avondale is about 5% miles from the electric line’s Kansas 
City station, and the first station on the Excelsior Springs 
division north of North Kansas City. The Quincy, Omaha 
& Kansas City Railroad runs between Kansas City and 
Quincy, Ill. 


Co-operation Among Farmers Urged.—Farmers’ co-opera- 
tive societies, either for buying or for selling, are very much 
favored by Richard H. Wyatt, general freight and passenger 
agent of the lines of the Louisville & Interurban Railway 
and the Louisville & Eastern Railway. In his efforts to 
increase the amount of freight handled on these lines he 
urges co-operation among the farmers in the communities 
along the routes. According to Mr. Wyatt, the larger part 
of the in-bound business of the lines originates on the farms. 
As the farmer has found that it is greatly to his advantage 
to market his produce in person, he hauls it in by wagon. 
With an organization, however, he would be able to make 
advantageous marketing arrangements and could ship con- 
fidently and in large quantities. One of the successful 
organizations of the kind on the route of the lines Mr. 
Wyatt supervises is at Middletown, Ky., 15 miles east of 
Louisville. This organization has been in existence for 
three years and has been fostered by Mr. Wyatt, with a 
consequence that during the berry season the Louisville & 
Eastern Railway gets many a ton of high-class and profit- 
able freight. This organization is cited to the farmers on 
whom he urges the formation of similar organizations as 
a sample of what might be done. In St. Matthews, also 
east of Louisville, the farmers have organized, while across 
the river in the vicinity of New Albany the Insull electric 
lines have taken away from the steam roads a very large 
proportion of the fruit business of the several fruit srowers 
organizations in that locality. rt 


/ 
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Personal Mention 


Mr. W. H. Gardner has resigned as chief statistician of the 
Doherty Operating Company, New York, N. Y. 

Mr. Frank L. Blackburn has been appointed chief sta- 
tistician of the Doherty Operating Company, New York, 
N. Y., succeeding Mr. W. H. Gardner, recently resigned. 

Mr. A. L. Adams, formerly with the Tacoma Railway & 
Power Company, Tacoma, Wash., is now connected with 
the Savannah (Ga.) Electric Company as assistant trans- 
portation superintendent. 


Mr. W. B. Voth, who has been superintendent of light 
and power of the Sheboygan Railway & Electric Company, 
Sheboygan, Wis., for ten years, has been appointed chief 
engineer of the Empire United Railways, with headquar- 
ters at Syracuse, N. Y. 


Mr. W. J. Gough has been elected vice-president and su- 
perintendent of the Los Angeles & San Diego Beach Rail- 
way, San Diego, Cal., succeeding Mr. R. B. Talbot, who 
has resigned to engage in other business. Mr. Gough is 
also acting as chief engineer of the company, which has 
under way the electrification of its line between San Diego 
and La Jolla. 


Mr. Frederick C. Noble, division engineer of the Public 
Service Commission for the First District of New York in 
charge of subway construction in Brooklyn, has resigned, 
and will enter private practice. Mr. Noble was born in 
Michigan in 1872 and was graduated in civil engineering 
from the University of Michigan in 1894. He has been con- 
nected with the Public Service Commission and its prede- 
cessor, the Rapid Transit Commission, since 1900, being ap- 
pointed division engineer in 1905. 


Mr. J. H. Sanford has been appointed purchasing agent 
of the Connecticut Company, with headquarters in New 
Haven, Conn., reporting to Mr. L. S. Storrs, president. Mr. 
Sanford’s jurisdiction will also include the Housatonic 
Power Company, Berkshire Street Railway, New York & 
Stamford Railway, Westchester Street Railroad and the 
Westport Water Company. He has also been appointed 
purchasing agent of the Rhode Island Company, Providence, 
R. I., reporting to Mr. A. E. Potter, president. 


Mr. Frank Wert has been engaged by the Mahoning & 
Shenango Railway & Light Company, Youngstown, Ohio, 
to have charge of its department of public relations, with 
the title manager of public relations. In this position Mr. 
Wert will take over some of the work which fell previously 
to the lot of Mr. H. B. Manington, whose activities as 
assistant to the president necessitate his frequent absence 
from Youngstown. Mr. Wert was formerly connected with 
newspapers in Philadelphia, Baltimore and Harrisburg. 


Mr. Paul C. Alford, chief clerk of the Piedmont & North- 
ern Railway, has been appointed agent of the commercial 
office of the company with headquarters at Spartanburg, 
S. C. Since the opening of the Piedmont & Northern Rail- 
way between Anderson and Greenwood, Mr. Alford has 
acted as chief clerk to Mr. C. S. Allen, Jr. He had several 
years’ experience in both the transportation and the traffic 
departments of the Southern Railway and the Seaboard Air 
Line in Atlanta. Mr. Alford resigned as chief rate clerk 
in the office of the assistant general freight agent of the 
latter company to become connected with the Piedmont & 
Northern Railway. 


Mr. George A. Lewis has been appointed local manager 
of the Auburn & Syracuse Electric Railroad, which is in- 
cluded in the system of the Empire United Railways, Syra- 
cuse, N. Y. He will have charge of the operation of cars 
and also of track, carhouses, substations and everything 
else pertaining to the road. Mr. Lewis was born in 1876 
on a farm in Ontario County, New York, and was edu- 
cated at the district school in Orleans. Subsequently, he 
took a two-year commercial course at Elmira, N. Y. His 
first railroad experience was as timekeeper during the con- 
struction of the Rochester & Eastern Railway. When that 
road was opened for operation he was placed in charge 
of claims and similar matters. Later he was appointed 
superintendent of construction of the Milwaukee (Wis.) 
Northern Railway, serving the same interests that built 
the Rochester & Eastern Railway. When the Milwaukee 
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Northern Railway was completed and placed in operation 
Mr. Lewis was made general agent of the company and 
later was appointed superintendent of operation. 


Mr. Charles Craigmile, who has been assistant superinten- 
dent of the Lake Shore division of the Empire United Rail- 
ways, Syracuse, N. Y., has been appointed local manager of 
the Syracuse & South Bay Electric Railroad, the Brewerton 
line and the Sagamore Navigation Company. He will also 
have charge of land and islands owned by the companies 
at South Bay and Oneida Lake. The appointment becomes 
effective on Oct. 1. Mr. Craigmile and all other employees 
on the lines will have headquarters at North Syracuse, 
where administration offices are being fitted up in the 
carhouse. This will make the Syracuse & South Bay road 


an independently operated company, subject, however, to 


direction from the office of Mr. Ernest Gonzenbach, the 
general manager of the Empire United Railways. Mr. 
Craigmile was born in Illinois twenty-nine years ago and 
was educated at Farnhamville, Ia. His first railroad ex- 
perience was as a telegrapher on the Chicago & North- 
western Railroad. Later he was made station agent at 
different points of that line. While acting as station agent 
at Cleveland, Wis., he received an offer to be dispatcher 
of the Sheboygan Railway & Electric Company, Sheboygan, 
Wis. Last April he was appointed assistant superintendent 
of the Lake Shore & Northern Division of the Empire United 
Railways. 


Mr.. W. F. Raber, vice-president and general manager 
of the Arkansas Valley Railway, Light & Power Com- 
pany, Pueblo, Col., has been elected president of the Colo- 
rado Electric Light, Power 
& Railway Association. 
Mr. Raber is a native of 
Ohio. He entered business 
with the Bell Telephone 
Company about twenty-five 
years ago, but soon took up 
street railway and electric 
light work. He managed 
lighting plants for some 
time and finally became 
general manager of the 
Mansfield Railway, Light & 
‘Power Company, Mansfield, 
Ohio. He next became 
connected with H. M. 
Byllesby & Company, Chi- 
cago, and served them for 
some time as manager of 
electric light, power and 
gas plants in Oklahoma. In 1906 he was appointed by 
Byllesby & Company as manager of the Ottumwa Railway 
& Light Company, Ottumwa, Ia., in which capacity he con- 
tinued until 1911. He was then appointed general man- 
ager of the Pueblo & Suburban Traction Company, a Bylles- 
by property, since succeeded by the Arkansas Valley Rail- 
way, Light & Power Company. The company at Pueblo 
controls 35 miles of electric railway and does a general 
lighting business. 


WER 


W. F. Raber 


OBITUARY 


Henry M. Goll, one of the pioneers in the traction his- 
tory of Chicago, died on Sept. 13 at the University Hos- 
pital in that city. Mr. Goll settled in Chicago in 1852 and 
became interested in one of the bus lines which plied on 
West Twelfth Street between Wentworth Avenue and Ash- 
land Boulevard. Subsequently he was identified with the 
promotion and construction of the original street railway 
on Halsted Street. 

William A. Stern, senior member of the firm of Stern 
& Silverman, Philadelphia, Pa., is dead. Mr. Stern was 
president and a director of the Atlantic City & Shore Rail- 
road, treasurer and director of the Central Passenger Rail- 
way, Atlantic City, N. J., treasurer and director of the 
Atlantic City Construction Company, and president and di- 
rector of the Philadelphia (Pa.) Railways, the successor to 
the Southwestern Street Railway. The firm of which he 
was a member owns a franchise for the construction of a 
tunnel under the Delaware River between Camden and 
Philadelphia. Mr. Stern was fifty-four years old. He is 
survived by a widow and three children. 
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Construction News 


Construction News Notes are classified under each head- 
ing alphabetically by States. 

An asterisk (*) indicates a project not previously re- 
ported. 


RECENT INCORPORATIONS 


Miami (Fla.) Traction Company.—Application for a char- 
ter has been made by this company in Florida to build an 
electric railway in Miami. Capital stock, $500,000. Officers: 
B. B. Tatum, president; J. H. Tatum, vice-president; J. R. 
Tatum, secretary, and S. M. Tatum, treasurer. [E. R. J., 
Aue 29: 1A 

*Carolina Central Electric Railway, Florence, Ga.—In- 
corporated in Georgia to build an electric railway in Flor- 
ence. Capital stock, $5,000. 


*Marble Creek Valley Railway, St. Maries, Idaho.—In- 
corporated in Idaho to build an electric or steam railway 
from Clarpia to Pocono, 20 miles, and a line from the mouth 
of Buzwell Creek to Pierce City, 25 miles. Capital stock, 
$100,000. Frederick Herrick, Lac du Flambeau, Wis., is 
reported interested. 


Joliet & Eastern Traction Company, Chicago, Ill.—Incor- 
porated in Illinois to build an electric railway to connect 
Joliet, New Lennox, Frankfort, Matteson, Chicago Heights, 
Hammond and Chicago. Headquarters: Chicago. Capital 
stock, $1,000. The first board of directors is composed of 
Edmund J. Clausen, Irving J. Solomon, David F. Rosenthal, 
Leo S. Kosetcheck and Jacob Schwartz. 


*East Village & Harbor Traction Company, Ashtabula, 
Ohio.—Incorporated in Ohio to build electric railways to 
encircle the city of Ashtabula, ending at the Harbor. Capi- 
tal stock, $10,000. Incorporators: Mark E. Copeland, Cleve- 
land; C. Verbsky, M. Burge, W. S. Mitchell and others. 


FRANCHISES 


Los Angeles, Cal—The Board of Public Utilities recently 
has recommended to‘the City Council that the application 
of the Pacific Electric Company for a twenty-one-year fran- 
chise to operate the outside tracks of its four-track system 
across certain public highways on its Long Beach line be- 
tween Ninth Street and Slauson Avenue in Los Angeles be 
granted. 


Los Angeles, Cal—The Los Angeles Railway has received 
a ninety-day extension of time on its franchise in which 
to complete its Vernon Asvenue crosstown line in Los 
Angeles. 


New Haven, Conn.—The Connecticut Company has asked 
the Public Utilities Commission for approval of the method 
of reconstruction of double tracks in Church Street in New 
Haven. 


Aurora, Ill.—The Aurora & Mendota Electric Railway will 
shortly ask the Council for a right-of-way in Aurora. The 
new line is te extend from Aurora through Yorkville, Plano 
and Sandwich to Mendota. 


Lafayette, Ind.—The Lafayette & Northwestern Railroad 
has received a franchise from the County Commissioner to 
build its line through Benton County. This line will con- 
nect Lafayette and Chicago. 


Muskegon, Mich.—The Muskegon Traction & Lighting 
Company will ask the Council for a franchise for an exten- 
sion of its Allen Street line in Muskegon. 


Collingswood, N. J.—The Public Service Ruiway has 
asked the Council for a franchise to make changes in its 
tracks through West Collingswood to shorten the line to 
Clementon. 


Islip, N. ¥Y.—The Suffolk Traction Company has received 
a year’s extension of time on its franchise in which to ex- 
tend its lines to West Sayville. 


Westfield, N. Y.—The Jamestown, Westfield & North- 
western Railroad has asked the Council for a franchise to 
extend its line on the east side of South Portage Street, in 
Westfield, from Martin-Wright Road to Campbell Street, 
where the line will connect with the Chautauqua Traction 
Company’s line. 

London, Ont.—The London Street Railway has asked the 
Council for an extension of time on its franchise in which to 
complete its line on Wharncliffe Road in London. 
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Portland, Ore.—The Portland & Oregon City Railway has! 
received a twenty- five-year franchise from the Council in 
Portland. Work is to be begun on the line within the city 
limits within sixty days. Other franchises are now pending 
to allow the company the use of the east side and the north- 
east section of the city of Portland. 


Lynden, Wash.—The Blaine-Lynden Electric Railway has 
received a franchise from the Council in Lynden. The 
Council of Blaine has already granted the company a fran- 
chise over certain streets and a large terminal tract on the 
waterfront in Blaine. A greater part of the right-of-way 
between Lynden and Blaine has been secured and the pre- 
liminary work on the line will be done this fall. [E. R. J., 
Aug. 8, 714.] 

Olympia, Wash.—The City Council at an early meeting 
will ask the Olympia Light & Power Company to extend 
its line from the present terminus on Fourth Street to the 
city limits of Olympia. 


TRACK AND ROADWAY 


*Los Angeles, Cal.—Plans are being considered to build 
a crosstown electric railway from First Street and Ever- 
green Avenue, north on Evergreen Avenue to Wabash Ave- 
nue in Los Angeles. 
tion and the residents of Boyle Heights are interested. 


Connecticut Company, New Haven, Conn.— Plans are 
being made by this company to reconstruct and extend a 
number of its lines within the next few months. 


Waterbury & Milldale Tramway, Waterbury, Conn.— 
Arrangements are being made by this company to begin 
work on the 3 miles of new track in Southington as soon as 
the company receives authority from the Public Utilities 
Commission for the construction of the line. 


Jacksonville (Fla.) Traction Company.—Additional track 
on Hogan Street from Bay Street to Eagle Street, Cedar 
Street and Pearl Street in Jacksonville will soon be built 
by this company. 

Miami (Fla.) Traction Company.—Bids are being asked 
by this company for the construction of its line on Avenue 
C between Tenth Street and Waddell Street in Miami, L. D. 
Llewellyn, 1107 Avenue C, Miami, chief engineer. [E. R. J., 
Aug. 29, 714.] 

Waycross Street & Suburban Railway, Waycross, Ga.— 
Right-of-way has been secured and arrangements for the 
necessary material have been made by this company for 
its extension to Hebardville, a suburb just beyond the 
northern city limits of Waycross. 


Twin Falls (idaho) Railroad.—This company has placed in 
operation its extended line between Twin Falls and Sho- 
shone Falls. Electric storage battery cars are operated. 


Evansville & New Harmony Traction Company, Evans- 
ville, Ind.—Surveys have been completed by this company 
on its line between Evansville and New Harmony. [E. R. 
J., Aug. 15, 7147] 

Evansville & Eastern Electric Railway, Evansville, Ind.— 
Plans have been contemplated by this company to extend 
its line from Henderson to Owensboro, Ky. 


Richmond-Hamilton Traction Company, Richmond, Ind.— 
Plans are under consideration to build an electric railway 
from Hamilton, Ohio, to Richmond, Ind.- [E. R. J., Aug. 
bse es 

Orleans-Kenner Electric Railway, New Orleans, La.— 
This company has increased its capital stock to $3,000,000. 
Grading has been completed and, except for short gaps, the 
tracks have been laid from the protection levee, at Claiborne 
Avenue, in New Orleans to 1 mile beyond Shrewsbury, and 
from Kenner nearly to Harrahan. Arrangements have been 
made to operate the interurban cars into New Orleans as 
soon as the line in Jefferson parish is completed. The con- 
tract for this has been signed for some time. Construction 
of the trestle work across the Illinois Central yards will be 
begun soon. Henry K. Johnson, chief engineer. [E. R. J., 
July 18, ’14.] 

Winnipeg, Selkirk & Lake Winnipeg Railway, Winnipeg, 
Man.—A report on the condition of this railway, by B. S. 


Mackenzie, consulting engineer, has been laid before the © 


Manitoba Public Utilities Commission. The report sug- 
gests that considerable improvement to the roadbed is 
necessary to bring it up to a proper condition, and points 


The Malabar Improvements Associa- - 


ee 
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out that satisfactory progress is being made upon work for 


_the betterment of the line. 


Frederick & Brunswick Railway, Frederick, Md.—Prelim~ 
inary arrangements are being made by this company to 


- begin the construction of the 9-mile railway between Fred- 


erick and Brunswick on Nov. 1. Thomas H. Haller, Fred- 
erick is interested. [E. R. J., Aug. 29, ’14.] 


Northern Massachusetts Street Railway, Athol, Mass.— 
This company is asked to consider plans to extend its line 
between Winchendon and Winchendon Springs. 


Laurel Light & Railway Company, Ellisville, Miss.— 


-Another mile of electric railway has been placed in opera- 


tion by this company. It extends to the new plant of the 
Wausau Southern Lumber Company in North Laurel. 


Public Service Railway, Newark, N. J.—It is reported 
that this company plans to build an extension along the 
old Peapack Railroad bed from Newark, to join the spur 
of the Rahway Valley Railroad extended from Kenilworth 
to Morris Avenue. 


New York, N. Y.—Bids are desired until Oct. 6 by Public 
Service Commission, 154 Nassau Street, New York, N. Y., 
for constructing Section 1 of Route 43, and Section 1 of 
Route 26, being the diagonal connection under Forty-second 
Street between the existing subway and the Lexington 
Avenue subway. 


*Blenheim, Ont.—An organization has been formed to 
inquire into the construction of a hydro-radial railway from 
St. Thomas to Amherstburg. A report will be asked from 
the Ontario Hydro-Electric Power Commission. ; 


Brantford, Ont.—The City of Brantford has taken over 
the Brantford Street Railway and the Grand Valley Rail- 
way and is now in full charge of their operation. An an- 
nouncement has been made by the Brantford Street Railway 
Commission stating that there will be no extension work on 
the Brantford Street Railway and the Grand Valley Railway 
during the fall and winter. 


Port Arthur, Ont.—The ratepayers of Port Arthur have 
sanctioned six by-laws, which include: an issue of deben- 
tures for $12,000 for a double track “Y” at Arthur Street 
and Cumberland Street in Port Arthur; $2,600 to construct 
a side track on the Arthur Street line and $26,000 for the 
purchase of a right-of-way for the southern loop of the 
belt line in Port Arthur. 


West Side Electric Street Railway, Charleroi, Pa.—This 
company placed in operation on Aug. 19 its 11-mile railway 
between Charleroi, Bentleyville and Ellsworth. 


Du Bois (Pa.) Traction Company.—It is stated that the 
Jefferson Coal Company plans to build an electric railway 
from Coal Glen to Falls Creek, to connect at that point with 
the Du Bois Traction Company’s lines. 

Schuylkill County Railway, Girardville, Pa——The new 
line between Shenandoah and Frackville along the Broad 
Mountain from Gilberton in the Mahanoy Valley has been 
placed in operation by this company. 

Conestoga Traction Company, Lancaster, Pa.—This com- 
pany is asked to consider plans to extend its Marietta line 
from Centre Square, Lancaster, to Maytown. 

West Penn Railway, Pittsburgh, Pa—This company has 
completed its line between Uniontown, Connellsville and 
Phillips and will soon place it in operation. 

York (Pa.) Railways.—This company has placed in 
operation its new line which extends from the present 
terminus on Jackson Street to Virginia Avenue, then south 
to the Country Club road in York. 

Ogden (Utah) Rapid Transit Company.—Work on the 
Logan extension will be completed within the next two 
weeks. The company is building extensions both ways from 
Logan, and the line extending from Wellsville on the south 
to Lewiston on the north will be in operation by Dee. 15. 


Danville Traction & Power Company, Danville, Va.— 
Work will be begun at once by this company on an exten- 
sion from its terminus on Lee Street to Berryman Avenue, 
Cabell Street, Lynn Street and Deboe Street to the railroad 
station on Craghead Street in Danville. J. F. Rison, presi- 
dent. Bem 

Olympia Light & Power Company, Olympia, Wash.— 
This company is asked to consider plans to extend its line 
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from the present terminus on East Fourth Street to the 
city limits of Olympia. 

Seattle, Wash.—Councilman Erickson, chairman of the 
City Utilities Committee of the Council, is making plans 
for the extension of the municipal railway in Seattle, 
Division “A,” into Ballard, following the completion of the 
new bridge to span the Lake Washington canal at Fif- 
teenth Avenue Northwest. The plan includes the purchase 
of the Loyal Heights line, operated by Harry Whitney 
Treat. Mr. Erickson proposes that the Division “A” line 
cross the Ballard bridge from Nickerson Avenue, follow 
Leary Avenue to Market Street, and continue on Market 
Street under a Treat franchise that has never been used 
to Twenty-eighth Avenue Northwest, and up Twenty-eighth 
Avenue to the city limits. The tracks now used by the 
Loyal Heights line on West Sixty-seventh Street and 
Twentieth Avenue Northwest can be taken up and laid on 
Twenty-eighth Avenue between West Sixty-seventh and 
Market Streets in Seattle. 


Charleston, Parkersburg & Northern Railroad, Parkers- 
burg, W. Va.—Contracts will be awarded this fall by this 
company to build part of its 75-mile electric line between 
Parkersburg and Charleston, via Ripley, Sissonville, Guthrie 
and intermediate towns. K. B. Stephenson, Parkersburg, 
secretary. [E. R. J., Dec. 13, ’13.] 


Monongahela Valley Traction Company, Fairmont, 
W. Va.—Right-of-way has been purchased by this company 
for an extension to Riversville. 


SHOPS AND BUILDINGS 


Savannah (Ga.) Electric Company.—This company is re- 
building its carhouse in Savannah. 

Fort Wayne & Northern Indiana Traction Company, Fort 
Wayne, Ind.—This company announces that its new freight 
station at Bluffton has been opened. 

Cleveland (Ohio) Railway.—This company has received 
the approval of the City Council for the expenditure of 
$128,000 for the construction of a new carhouse on Superior 
Avenue in Cleveland. 

Wheeling (W. Va.) Traction Company.—Work has been 
begun on an addition to this company’s carhouse at Mc- 
Mechen. R. G. Byrum’s Sons & Company, Wheeling, have 
the contract for the construction of the building. 


POWER HOUSES AND SUBSTATIONS 


People’s Railway, Wilmington, Del.—This company’s aux- 
iliary power house at Brandywine Springs Park was de- 
stroyed by fire on Sept. 14. The loss is estimated to be 
about $20,000. 

Moncton Tramways, Electricity & Gas Company, Ltd., 
Moncton, N. B.—This company is installing at its power 
plant in Moncton three 200-hp boilers of high pressure, to 
replace four low-pressure boilers. A portion of the plant is 
already equipped with high-pressure boilers, and when the 
present installation is completed the entire plant will be so 
operated. 

Public Service Railway, Newark, N. J.—Extensive alter- 
ations are being planned by this company for its power 
house at Lakeside Avenue in Newark. All generating ma- 
chinery has been removed from the building, and the sec- 
tion where the boilers were located will be used as a storage 
house. The improvements, which will include new doors 
and windows, will cost about $6,000. 

Mahoning & Shenango Railway & Light Company, 
Youngstown, Ohio.—Improvements will be made at once 
by this company at its Lowellville power house, and new 
equipment will be added to take the place of that recently 
destroyed by fire. Instead of rebuilding the separate sub- 
stations, the company will install a new permanent sub- 
station at Lowellville and increase the rating of the plant. 
A large amount of machinery has already been deliverec 
to the company. 

Monongahela Valley Traction Company, Fairmont, W. Va. 
—The contract for the concrete piles in the foundation of 
this company’s new power plant has been awarded to the 
Raymond Concrete Pile Company, 140 Cedar Street, New 
York City, N. Y. The Nicola Building Company is the gen- 
eral contractor. 
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Manufactures and Supplies 


ROLLING STOCK 


Empire United Railways, Syracuse, N. Y., noted in the 
ELECTRIC RAILWAY JOURNAL of Aug. 15 as having ordered 
twelve semi-steel prepayment passenger cars from the St. 
Louis Car Company, has specified the following details for 
this equipment: 

Seating’ capacity. .....-e. =. 40 Curtain fixtures.Cur. Sup. Co. 
Weight (car body only), Curtain material. ..Pantasote 

15,500 tons Destination signs....Hunter 
Length of body...26 ft. 6 in. Door signals........ Consol. 
Length over vestibule, Fare bOX€S\vemme-5. Johnson 


37 ft. 6 in. Fenders ....-Providence 
Width of sills...... 8 ft-2: in. Gongs 7,2 sa)-miee «rere St. Louis 
Width over all...... 8 ft.6in. Hand brakes....... St. Louis 
Bodyisetvontos wr oat semi-steel Headlights..... Golden Glow 
Interior trim...... mahogany Motors <3. Jism... .5- G. E. 
Headlining wise wcmesr Agasote Registers.......... Int. R75 
UWniderfranie’ Hise cae sek steel’ Sandersietretepisersi-. s+ she air 
Rootrus tere ace tao arch Sash fixtures.O. M. Edwards 
Ais brakes 7s ase us GEL Seatarinsaok St. Louis rattan 
Bumpers 2... ce eens Hedley Step treads........Universal 
Gables’ sta. sneer in conduit Trolley catchers....Keystone 
Car trimmings..... St. Louis Trolley base....:..... Gans 
Control... .s0% sat s05% type K, Trucks es. seem. = « Baldwin 
Couplers, St. Louis, radiating Ventilators........ St. Louis 

TRADE NOTES 


McQuay-Norris Manufacturing Company, St. Louis, Mo., 
announces its removal to 2008-2010-2012 Locust Street, the 
location of its new factory. 


Willard Doud announces the opening of offices at 538 
South Dearborn Street, Chicago, for the handling of all 
matters pertaining to shop and factory design, construction, 
equipment and operation. 


Asbestos Protected Metal Company, Beaver Falls, Pa., 
has established a new selling agency in the Chamber of Com- 
merce Building at Detroit, Mich. James E. Walsh has been 
placed in charge. 


Fonger Fender Company, Chicago, IIl., has received orders 
to equip with tip-tilting automatic fenders the entire system 
of the Great Falls (Mont.) Street Railway and the Union 
Electric Company, Dubuque, Ia. 


Charles E. Young, formerly a director and advertising 
manager of the Ohio Brass Company, Mansfield, Ohio, has 
resigned and has opened an office, with H. W. Young, in the 
First National Bank Building, Chicago, to give technical ad- 
vertising service. Mr. Young was a member of the class of 
1901, Washington and Jefferson College. After leaving col- 
lege he was employed first in the advertising department of 
the Western Electric Company and later in a similar capac- 
ity by Porter & Berg (Electric Service Supplies Company). 
For the last ten years he has been in charge of the advertis- 
ing department of the Ohio Brass Company. 


Esterline Company, Indianapolis, Ind., reports the sale of 
“Golden Glow” headlights to the following companies during 
the month of August: Tri-City Railway, Davenport, Ia.; Al- 
ton, Jacksonville & Peoria Railway, Alton, Ill.; Public Serv- 
ice Railway, Camden, N. J.; Seattle (Wash.) Municipal Rail- 
way; Savannah (Ga.) Electric Company; Elmira (N. Y.) 
Water, Light & Railroad Company; Springfield (Mass.) 
Street Railway; Muskegon (Mich.) Traction & Light Com- 
pany; Detroit (Mich.) United Railway; Southern Traction 
Company, Dallas, Tex.; Windsor, Essex & Lake Shore Rail- 
way, Kingsville, Ont.; Des Moines (Ia.) City Railway; Au- 
rora, Elgin & Chicago Railway, Wheaton, IIl.; Clinton (Ia.) 
Street Railway; Baldwin Locomotive Works, Philadelphia, 
Pa.; Galveston (Tex.) Electric Company; Jackson (Tenn.) 
Railway & Light Company. 


ADVERTISING LITERATURE 


Ohmer Fare Register Company, Dayton, Ohio, has issued 
a folder outlining its system for attaining . competitive 
efficiency in fare collecting by means of its monthly merit 
record bulletin. 

Universal Handhole Scraper Company, Chicago, IIl., has 
issued a folder describing and explaining the operation of 
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its handhole scrapers and handhole plate scrapers for all i 


types of water tube boilers. 


American Railway Supply Company, Chicago, IIl., has 
issued a catalog which describes the Parrigin rail-joint base 
plate, a device for strengthening the angle-bar rail joint. 
The construction of the base plate consists of only one piece 
of modified section of channel, the center portions of the 
sides of the plates being depressed to form a short truss 
between supports. The catalog contains views showing the 
application and installation of the base plate and explains 
its joint action with the rail joint. 

National Tube Company, Pittsburgh, Pa., has issued 
“National” Bulletin 9-C, which contains a description of 
several special tests made on Kewanee unions, including 
the following: expansion test, with tabulated details; air 
test under water, to which every individual union is sub- 
jected before leaving the factory, with illustrations; service 
test of unions, including illustrations of two unions which 
were disconnected and reconnected more than 1000 times and 
which remained tight at the end of each test. 


Street Railway Signal Company, Inc., Philadelphia, Pa., 
has issued a folder describing and illustrating its new type 
of contactor signal for use with single or double track. 
These signals, “Model EH,” are of the all-light trolley-con- 
tact operated type, having the three-position aspect for 
single track opposing protection, but permitting following 
movements, as recommended by the joint block signal com- 
mittee of the American Electric Railway Association. The 
signals may be mounted either on individual iron poles or 
on existing trolley poles. 


Tate, Jones & Company, Inc., Pittsburgh, Pa., have issued 
a catalog on the subject of their appliances for burning 
fuel oil in power plants and car shops. The catalog dis- 
cusses the features of oil as a fuel for furnaces and de- 
scribes its various types of burners for insuring complete 
combustion of oil by intimate mixture of air with the fuel. 
The last part of the catalog describes and illustrates its 
pumping, heating and regulating systems designed to bring 
the oil from the tank and furnish it to the burners at the 
proper pressure and in the right condition. 


Prepayment Car Sales Company, New York, N. Y., has is- 


sued a folder entitled “Safety Last.” The folder points out 
the neglect of safety, by women who get off slowly moving 
cars backwards, by men who board fast moving cars and by 
conductors who are apt to give motormen the bell without 
seeing whether or not the rear platform is clear. Accidents 
from these causes often result in payment by the railroad, 
since juries are prone to overlook the carelessness of the 
passenger. In this connection prepayment cars, together 
with the closed door, folding step and door control switch 
system prevent starting and stopping accidents. 


Stone & Webster Construction Company, Boston, Mass., 
has issued an attractive booklet describing and illustrating, 
with the aid of a series of large and excellent photographs, 
the recent completion of the initial development at Big 
Creek, Cal., for the Pacific Light & Power Corporation, note- 
worthy because of the unusual natural conditions, engi- 
neering problems and commercial accomplishment involved. 
It is by far the largest high-head development in this coun- 
try. The most powerful impulse wheels ever built drive the 
largest electric generators of their type. The transmission 
line is the longest “express” line in existence and will oper- 
ate at 150,000 volts, the highest voltage ever used commer- 
cially. It carries power 240 miles from a remote spot in 
the mountains half way between San Francisco and Los 
Angeles to commercial use in the latter city and adjacent 
territory. The work included the making of a reservoir 
7000 ft. above the sea, the erection of four concrete dams, 
the construction of two power houses and a substation, the 
boring of five miles of tunnel through granite, the setting 
of more than 3000 steel towers over the mountains and 
across the desert and the stringing of 5,000,000 lb. of 
aluminum cable. The Big Creek plants are producing at 
present 70 per cent of the company’s total output. Of the 


power sold by the company 78 per cent is used by electric 


railway systems, namely, the Los Angeles Railway Cor- 
poration, operating 355 miles of street railways in the city 
of Los Angeles, and the Pacific Electric Railway, operating 
868 miles of interurban lines in southern California. 
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Put Your Ear to the Track 


Get the ideas of the men who run G-E locomotives and maintain the 
track. Then you will know one reason why the G-E locomotive is uni- 
versally endorsed as the most economical for electrically operated roads. 


G-E locomotives are easy riders, easy on the road bed and easy on 
the maintenance account as well. These points together with the strength 
and power exhibited in every line of the G-E design are largely respon- 
sible for their widespread popularity as evidenced in the following list: 


70 Locomotives with a Total Weight of Eleven Million 
Pounds 


representing G-E locomotive business in twelve months. 


Wt. in Wt. in 


ROAD No. Tons ROAD No. Tons 
Havana ‘Tetininal bes. y hate carte S 60 South «Manchurian Ry. .<. 47. 4..-20 3 40 
paltilake Gs Ogden $7.07 ear ee 1 30 NY Yo. Code Tal Ro Rei eae ee 6: S25 
Butte, Anaconda & Pacific............. 1 80 Detroit River Tunnel 292° 7 02.5 Same 4 120 
NoW§C.& HRS. dh veeeeee 10 112 Canadian Northern Ry 72.240. a: Suet?) tee 

Transit Development. Cos 2/2, o/s 22 2 55 

Albany-Southern Ry... i..2....0....5. 1 40 Western Ohio" Re Roa ee eae 1 35 | 
Piedmont and Northern Lines. ..2..5..%. 6 60 Butte; Anaconda & Pac. 2). fae im AQ” ‘ 
Bethlehem Chili Iron Mines Co......... Sine Liv). Willamette Valley & Southern Rwy...... 1 Sud 


: 


General Electric Company 
General Office:  @ Schenectady, N. Y. 
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